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Old Norris Locomotive. 


The engine shown by the accompanying illustration was 
built by Richard Norris & Son, at the Norris Locomotive 
Works, in 1860, for the Brooklyn Central & Jamaica Rail- 
road, for street travel with heavy trains. It drew five large 
passenger cars filled with passengers and one baggage car 
up a grade of 40 ft. per mile with good speed. Although so 
ordered, it proved too light and was purchased back from the 
company. In 1863 the United States Government pur- 
chased it for duty at Key West, where it performed with 
marked success, @rawing a construction train of seven cars, 
containing 160 men and 10,000 bricks, the whole weighing 
75 tons, with perfect ease, although a very large load for 
such a light engine. Owing to gross carelessness or igno- 
rance, the machine was badly burned or otherwise injured, 
again bought back, and kept on hand until 1868, when it 
was sold to the Saucon Iron Co., near Bethlehem, Pa., where 
it has been in constant use. 

Its dimensions were as follows: Cylinders, 7 by 18 in. ; driv- 
ing wheels, 48 in. diameter; truck wheels, 24 in.; tank | 
wheels, 24in. The boiler had 50 tubes 2 in. diameter by | 
5 ft. 3in. long. The weight of engine empty was 21,656 | 
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ear construction could be established:—Eprror RatL- 


| the editor of the American Machinist, Wm. Lee Church, W, 
|W. Hoffman, Chas. Hague, Jas. W. See and many. other 


panies have no organization through which they can 
come toany agreement or establish standards. Many 
thousands, or possibly hundreds of thousands, of dol- 
lars might be saved to them if greater uniformity in 
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Origin of the American Society of Mechanical En- 
gineers. 





CLEVELAND, O., March 28, 1882. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Why is the credit of originating or of first suggesting the 
American Society of Mechanical Engineers given to Prof. 
John Sweet, when it is known to many of the members that 
the idea first emanated from an “Ohio man,” Frank C.Smith. 
Just before Mr. Smith suggested to many of the gentlemen 
who attended the first meeting of the society the idea of 
such a society, he talked with me on the subject, sayiog that 
he had received a letter from Professor Sweet, who pro- 
posed that the correspondents of the American Machinist 
should meet in New York city and get acquainted. I have 
since learned from him that he wrote to Professor Sweet, 


mechanical engineers suggesting that they meet in New 
York city for the purpose of forming a society of mechani- 
cal engineers. Professor Sweet at first thought it would ke 





impossible to form such a society owing to the expense, etc., 
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National Assocation General Passenger and Ticket 
Agents. 





The following is the official report, nearly in full, of the 
meeting of this association, held in New York, March 21 
and 22: 


Convention was called to order at 11:00 a. m., President 
W, B. Shattuc in the Chair. 

The roll was called and a quorum found to be present. 

The Executive Comittee took favorable action on all 
credentials presented to them, and reported to that effect 
through their Chairman, Mr. Thrall. 

The following is the list of members present: Those 
marked with a * have become members since least Conven- 


tion: 
Abbott, John N., New York, Lake Erie & Western. 
Allen, D. C., South Carolina. 
Anthony, W. M.. Boston, Barre & Gardner. 
Archer, Jobn J., Scioto Valley. 
Atmore, C. P., Louisville & Nashville, 
*Affieck, E. T., Cleveland, Akron & Columbus, 
Baldwin, Wm. S.. Buffalo, Pittsburgh & Western. 
*Bennett, W. H., Toledo, Ann Arbor & Grand Trunk. 
Boylston, 8. C., Charleston & Savannah. 
Bronson, H. M., Indiana, Bloomington & Western Ohio 
Division. 
Buchanan, J. R., Sioux City & Pacific. 
Butterfield, Theo , Utica & Black River. 
*Campbell, Geo. B., Ft. Wayne, Cincinnati & Louisville. 
Chandler, F.. Missouri Pacific. 
Cole, L. M., Baltimore & Ohio. 
Connor, Geo. L., Old Colony Steamboat Co, 
Danley, W. L., Nashville, Chattanooga & St. Louis, 
Dering, H. R., J« ffersonville, Madison & Indianapolis. 
Durfee, W. M.. Providence & Worcester. 
Edgar, Wm., Great Western. 
Egun, John, Cincinnati, Indianapolis, St. Louis & Chicago. 





LOCOMOTIVE BUILT IN 1860 BY RICHARD NORRIS, SR, PHILADELPHIA 


bs.; capacity of tank, 400 gallons; wheel base, 7 ft. 6 in. 
The fuel burned was anthracite coal. 

The engine had 8. Norris’ patent radial truck, which en- 
abled it to turn curves easily. It also had his patent direct- 
action valves, which, it is said, produced a very quick action 
of the steam. 

We are indebted to Mr. H. L. Norris, Jr., of Philadel- 
phia, for the photograph from which the engraving was 
made, and for the above description. 











Sontributions. 





Diameters of Car Wheels. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

Will you please give me the diameter of the different car 
wheels in use, and say at what points this diameter is 
measured from, whether inside of and close to the flange, or 
at the outer edge of tread ? I wish to know diameters of wheels 
tor passenger, freight, flat or platform, coal cars, etc., also 
for short flats for moving iron ii track laying. The standard 
size is what I want, if there is any. 

[There is no standard size for wheels. The nominal 
sizes ordinarily used are 24, 26, 28, 30, 33, 36 and 42 in. 
diameter, but there is no agreement among makers 
about the size of the chill-molds used for making 
wheels of these nominal sizes, and there is as much as 
tin. variation in their diameters. Neither is there 

Sany standard point to measure from. This is very 
uch to be regretted, and is doubt a prolific cause 


of derailments of cars, but at present railroad com-| 


attaching. The other gentlemen thought favorably of the 
idea, and W. Lee Church offered the use of his offices for the 
first meeting. The American Machinist offered its offices 
for the same purpose, as well as its influence, provided some 
prominent gentleman, such as Professor Sweet, would issue 
the invitations, which. he finally did. It will thus be seen 
that to Mr. Smith is due the credit of first suggesting and 
of performing the first six weeks of correspondence, etc., 
which ended in the formation of the present Society of 
American Mechanical Engineers. In justice to Professor 
Sweet it should be stated that he has vever to the writer's 
knowledge claimed to be the originator of this society, al- 
though after Mr. Smith proposed the idea Professor Sweet 
stated that he intended to propose such a society, nvotwith- 
standing that he did not favor the idea when he replied to 
Mr. Smith’s first letter on the subject. The American Ma- 
chinist has, however, on several occasions unjustly and 
knowingly ignored the above facts in favor ef Professor 
Sweet, BERNARD St. VALE, 


No. 1,028 Woodland avenue, Cleveland, 0. 


[We publish the above letter as requested, but it 
does not seem to be very important to record who first 
suggested the Society of Mechanical Engineers. 
Doubtless such a measure was proposed scores of 
times during the past 25 years, although if Mr. Smith 
provided the motive power to carry the suggestion 
out some credit is due him. In this matter, as in pat- 
ent law, it seems as though it is not the person who 
first conceives an invéntion, but the one who first 
puts it in practical form that is entitled to exclusive 
rights.—EpITOR RAILROAD GAZETTE]. 





Flanders, D. J., Boston & Maine. 
Ford, E. A., P. C. & St. L. and Penn’a Co. 
Foye, Chas. H., Portland & Ogdensburg. 
Fuller, H. W., Chesapeake & Dhio. 
Gallup, E., Boston & Albany. 

. — Charles P., Norfolk & Western and Shenandoah 

Valley. 
Hooper, 8. K., Hannibal & St. Josepb. 
Hancock, C. G., Philadelphia & Reading. 
Hanson, A. H., Illinois Central. 
Harrison, F. E., New Haven & Derby. 
Harrison, W. H., Columbus, Hocking Valley & Toledo. 
Hewitt, John C., People’s Line Steamers. 
* Hill, Wm., Chicago & Eastern Illinois. 
Holwill, W. F.. Delaware, Lackawanna & Western. 
Hardy, L., Vicksburg & Meridian. 
* Jaques, E, A., Lebanon Springs. 
Johnson, W. P., Lake Sho:.e & Michigan Southern. 
Kendall, A. C., New York & New England. 
Kendrick, D. M., Delaware & Hudson Canal Company. 
Keller, Murray. Louisville, New Albany & Chicago. 
* Leavitt, J. F., European & North American. 
Leet, A. B., Grand Rapids & Indiana. 
Littlefield, James, Boston & Bangor Steamship Company. 
Lowell, Percival, Chicago, Burlington & Quincy. 
* Liscomb, C. F., Portland Steam Packet Company. 
* Milligan, F., Detroit, Mackinac & Maryuette. 
Morse, F. W., Montpelier & Wells River. 
Macmurdo, J. R., Western North Carolina. 
* Nimmo, C. A., Troy & Boston. 
Orme, A. J., Atlanta & West Point. 
Pope, A., Virginia Midlard. 
_ Pope, A., Richmond & Danville, and leased and operated 


ines. 

a Pope, A., Charlotte, Columbia & Augusta, and leased 
nes. 

Pope, A., Wilmington & Weldon. 

Pope, A., Wilmington, Columbia & Augusta. 

Pope, A , Richmond & Petersburg. 

Pope, A., Petersburg. 

Pope, A., Northeastern (of South Carolina), 

Pope, A., Columbia & Greenville, 
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Pope, A., Seuboard & Roanoke. 

Pope, A., Ruleigh & Gaston. 

Pope, A., Kileigh & Au Air Line. 

Pope, A., Cheraw & Darlington. 

Pope, A., Cueraw & Salisbury. 

Ruggles, O. W., Michigan Central. 

Shattuc, W. B., New York, Penn:vlvania & Ohio. 

Smith, A. D., Pittsburgh & Lake Erie. 

Stebbins, C. D., Union Pacific. 

Smith, A. J., C.,C., C. & L, and I. & St. Louis (Bee Line). 

*Sprague, J., Jr., Old Colony. 

Smith, George W., Lake Erie & Western. 

Smith, Wm. F., Central Vermont. 

Stennett, W. H., Chicago & Nc rthwestern. 

Taylor, Jas. L., Savannah, Florida & Western. 

brall, W. A., Chicago & Northwestern. 

Townsend, H. C., Wabash, St. Louis & Pacific. 

Tuttle, L., Eastern (Mass.). 

Van Benthuvsen, C. R , Hudson River Line Steamers. 

Waller, Chas J., Mobile & Ohio. 

Whitehead, G. A., Central, of Georgia. 

*Wilder, J., Boston, Hoosac Tunnel & Western. 

Wilson, E. P., Cincinnati Southern. 

Wood, J. R., Penna. 

Wrenn, B. W., Western & Atlantic. 

Zimmerman, D. M., Camden & Atlantic. 

The hororary members present were W. H. Dixon and 
H. W. Guinner, Total number of members, 124; number 
present, 72. 

Special credentials for this meeting were presented as 
follows: 

¥ 4 Mr. Pepple, representing L. W. Filkins; by Mr. C. 
B. Gray, representing J. Waldo ; and by Mr. Geo. Boyd, 
representing Pevnsylvania Railroad. 

he next order of business was the making of passenger 
rates. Aninformal discussivun on the subjact took place, 
which was participated in by Messrs. Ford. A. J. Smith. 
Pope, Jobnson, Atmore, and others. The opinion prevailed 
that the district and territorial sheets seemed, for the pres- 
ent at least, to answer all purposes. To dispose of the mat- 
ter, it was moved : 

_ That the “ge rates during the present session be 
—— with.” bich was seconded and adopted unani- 
mously. 

‘The next order of business was the location of next meet- 
ing. It was moved : . 

“That the date of next meeting be changed from Octo- 
ber to September.” Duly seconded and carried unani- 
mously. 

Cincinnati end Montreal were laced in nomination. On 
calling the roll, it was found that Cincinnati had received 
16 votes and Montreal 27. Whereup n the Chair announced 
that the nexc meeting would be held in Montreal on the 
third Tuesday of September in the current year. 

Uufinisbed business was next in order. nder this head 
the Secretury stated that tube report of the Committee of 
Fifteen had been made a special order of business. The 
Chairman of that Committee being absent. and no report 
being presented, the Committee was granted further time. 

The amendment to the Constitution as recommended by 
the Commitice of Fifteen then came up for consideration. 
After consi:lerable discussion on the subject, and in view of 
the fact that said Committee had been graated turther time, 
the further co sideration of the recommendation was post- 
poned until nexs meeting. 

Miscelianeous business was announced as next in order. 
Under this h-ad the follewiug was offered by Mr. , Stennett 
and seconded by Mr. Egan: 

“ Kesolved, When excess baggage collections are reported 
the reports shali show the form, number and destinatiou of 
the tickets be!ld apd passenger paying the excess charge, 
and ulso the number and destination of the checks placed on 
the baggage on which the charges are collected ” 

After some discussion by Messrs. A. D. Sxnitb, Wi'son 
and Stennett the motion was declared lost. 

The abvisability of constituting continuous passage tickets 
for tke presen. form of limited tickets next came up for con- 
sideration. After some consideration on the subject by 
various membeis, and in order to get the matter properly 
before the As.ociation, the following motion was made and 
seconded : 

** That it be the sense of this Association that tickets sold 
at limited rates be made continuous passage tickets.” 

A long and isteresting discussion in connection with this 
motion was bed and was participated in by Messrs. A. D. 
Smnith, Atmore, sford, Boyd, Johnson, Ruggles, O’Connor, 
Townsend, E igar, Abbott, Wilson, Cole. Macmurdo, G. W. 
Smith, Lowell and Stebbins. Represent itives of roads new 
using the continuous passage ticket stated that they gave 
satisiaction, and that no trouble had arisen from their intro- 
duction. On the other hand, objections were raised, it being 
—_ that the laws of various states would conflict there- 
with. 

There being no objections, the preceding resolution was 
withdrawn for the purpose of introducing the following : 

** Resolved, That the Coair appoint a Committee of Seven 
properly distriLuted, to consider this subject and prepare a 
scbeme vr plan ior the mircduction of continuous passage 
tickets, said Committee to report at the next meeting of 
this Association.” 

Which was seconded and adopted unanimously. The 
Chair appointe:! as members of said Committee, Messrs. 
— Atmore, Boylston, Boyd, Thrall, Wilder and Camp- 


Tbe Chair recognized Mr. Murray Keller, who addressed 
the Association as follows : 

“Mr. President and Gentlemen of the Association : 

‘*T rise in memory of one whose seat in our convention is 
now forever vacant. But a few short hours bave passed 
since the wircs flsshed the news of the death of one of our 
most active, vaiiant and loved members, whom we had 
learned to love ug a brotber—loved because he was so much 
a man; because ‘he was so gentle, and the elements so 
meted in him that nature might stand up and say to all the 
world, this ws a man.’ Such a man was our lamented 
Cone—good,-kind, generous Cone. 

‘“‘T now move that a Committee be appointed to draft reso- 
lutions of respect to the memory of our deceased brother.” 

The Chair —s the following gentlemen as such 
Committee: essrs. Keller, Egan, Ford, Bronson, Thrall 
and Macmurdo. 

Mr. C. P. Atmore spoke as follows : 


‘* Mr. President and Gentlemen of the Association : 

“There is another vacant seat in our convention : one 
which was occupied by, I presume, one of the most honor- 
able men that_ever belonged to it—Henry C. Wentworth. 
I move that a C mmittee be appointed to draft resolutions 
of respect to his memory.” 

The Chair appointed as such Committee, Messrs. Ruggles 
Jobnson, Tuttle, Baldwin, Taylor, Cole and Atmore. 

On motion, adjournment was bad until 3 p. m. 


AFTERNOON SESSION. 


Convention called to order at 3 p. m., the President, W. 
B. Shattuc, in the chair. . 

On motion, and by unanimous consent, the Committe of 
Seven, appoint«dat the morning session to prepare a scheme 


or plan for the introduction of continuous passage tickets was | 


increased to 15 by the addition of the following gentlemen’: 
Messrs. Townsend, (bandler, Charlton, Waller, Johuson, 
Lord, Abbott and Ford. 

On motion, no objection being offered, the Chair instructed 
this Committee-of Fifteen to also report on the practica- 
bility of making the unlimited rate the sum of the locals. 

The question of ante-dating limited tickets next came up 
for consideration. On motion, the Chair appointed the fol- 
lowing Committee of Seven, the chairman thereof being tke 
chairman of the General Committee, to report on the sub- 
ject ut the present ses-ion: Messrs. Chandler, Ford, Keiler, 
Atmore, Thrall], Cole aud Boylston. 

A letter was received from Mr. Wells for the Commercial 
Travelers’ Association, requesting a meeting with a Com- 
mittee of this Association, and,on motion, was referred to 
the General Cummittee for report. 

By permission, Mr. W. H. Dixon announced that on the 
adjournment of the Association sine die, a meeting would 
immediately be held to consider the commission question, 
and invited all to attend. 

The General Committee reported as follows with reference 
to the communication received from the National Commer- 
cial Travelers’ Association: 

“The General Committee recommends that the meeting 
asked for be declined, as previous considerations of the wishes 
and claims of the Commercial Travelers’. Association show 
that it is the sentiment of the members of tbis Association 
not to accede to such claims, and further consideration of 
them will be futile of good results.” 

No objection being offered, the Chair instructed the Secre- 
tary to svinfurm Mr, Wells. 

The Committee on Resolutions of Respect to the memory 
of H. C. Wentworth offered the following report, which was 
read by the Secretary, all members ert Pn g: 

Your Committee beg leave to submis the following: That, 

** Whereas, Iu His wisdom the Divine Ruler has called 
bome our associate and beloved frieud, Henry C. Wentworth, 
we bow in humbie submission, kuowing that cur loss is his 

uiv. 
° “That in his death this Associa‘ion has lost one of its 
oldest and most valued members, one whose counsc! and 
acv.ce we shell keenly miss. 

*‘Tbat iu expressing cur appreciation of his qualities asa 
business manu and official, we desire also 10 express our 
admiiation of bis many virtues us a man, and our sense of 
peisonal loss, Therefore, Le it 

“ties lved, That we emu.ate his virtues and revere his 
memory, and that our heartfelt symputby be extended to 
his famuty. 

** Kesutved, That a copy of these-resolutions be sent to 
Mrs. Wentwortb, and also to the official railroad journals of 
the country for publication.” 

‘Lhe Coair sddressed the Association as foliows : 

** In a case hike this, where a man dies who was so dis- 
tinctively a good man, both in his business and sociul rela- 
tions, 161s not out of place to express our sentiments. I 
cvula not do bim justice. Iknew bim for many years: in 
fuct, since I have veen in the railroud business It bas been 
our lot at times to bave sharp competition, yet [never knew 
bi to forget that be was a gentieman, and, further, never 
to forget that he was a Christian. My associations with 
tim have been pleasant, and | shall forever remember them. 
His tamily has my sincere sympathy, and wohen our time 
comes I hope we way be able tu get as kindly a word as ke 
from this Association.” 

On mot:on, adjourned until 10 a. m., March 22. 

SECOND DAY’S SESSION. 

Convention called to order at 10:30 a. m., March 22, the 
President, W. B. Shattuc, in the cha r. 

The S;ecial Committee on ante-dating limits on coupon 
tickets submitted the following . 

“First, That no read all.uw its ticket. agent under any 
circumstances to extend the limit of any ticket sold beyond 
the time agreed upon and published in the rate-sheet by 
which be is selling except as hereinafter provided in Sec- 
tion 4. 

‘*Second. That no limited ticket shall bear any other 
date than the actua) date of sale ; provided, that when it is 
the rule of a line to change its dating stamps before mid- 
night, the limit shall be the same asif ticket was dated on 
the day within which it was actually sold. 

“Third, That lines taking up the contract coupons 
of a ticket, or any portion of it, which shows by its 
date, time of cullection, or limit, thit the latter has been ex- 
tended, either by dating the ticket ahead or extending the 
agreed hm.t from actual date of sale, shall repo) t the fa t 
to the line issuing the ticket, and the others over which it 
passes, aJl of whom shall exact of the issuing line their pro- 
portion of unlimited 1 ates on such tickets. 

** Fourth, That iu bona fide cases of passengers wishing to 
buy tickets for use at a later time, tickets may be dated in, 
aud the limit giv.n from the date on which passenger in- 
tends starting, but in such cases the coupon uf the imtial 
line shall be endorsed not good for passage before the day of 
its date. which shall be nawed in such endorsement, 

‘Fifth, That Sections 1, 2 and 3 of these resoiutions, ex- 
cept the reference in Section 1 to Section 4, shall be pub- 
hshed in all joint or district sheets i-sued under the author- 
ity of members of tLis Association.” 

On motion, it was decided to take up the report in sec- 
tions. 

First section, carried unanimous'y. 

Second s¢ction, carried-unanimously. 

Third section, carried unanimously. 

A long and interesting discussion took place on Section 4, 
and was participated in by Messrs, Atmore, Ford, Chandler, 
Thrall, Stebbins, Townsend, Kendrick and Boyd, and ou 
question being put by the Chair, it was declared lost by a 
vote of 12 to 10. 

A recess of five minutes was ordered by the Chair, during 
which an informal discussion was h+]d by the members. 

On the convention being again called t» order, a member 
who had voted against section 4, moved fora reconsidera- 
tion. His motion was seconded, ard on the question being 
put by the Uhair was carried. 

A turther discussion took place, which was participated in 
by Messrs. Boylston, Chandler, Towns. nd, Pope, and others. 
Various reasons were urged for the passage of the section in 
question, among others being the laws of various states 
which would corflict with Section 1 if Sectien 4 did not 
pass. The question was sgiin put by the Chair and carried. 

Fitth section carried unanimously. 

The report, asa whole, was then adepted without a dis- 
senting vote. 

The following was next offered, seconded and adopted 
unanimously: 

** Resolved, Tnat the General Committee be instructed to 
prepare rules regarding the rates for transportation of 
special cars for theatrical troupes, to be submitted to this 
Association at its next regular meeting.” 

Tbe following resoluti.n was next offered, seconded and 
adopted: 

‘Resolved, That the sincere acknowledgments of this Asse- 
ciation are hereby expressed to Mr. H.. W. Gwinner, Presi- 





dent, and through him to the National Railway Publication 
Compsny, for tce excellent and unusually complete accom- 
modations enjoyed by this Association during its two days’ 
session. 


The Committee on Resolutions of Respect to the memory 
| of C. 8. Cone, Jr., submitted the following: 

“Your Commictee appointed to draft resolutions of 
respect to the memory of our late comrade and associate, 
C. 8. Cone, Jr., beg respectfully to submit the following: 

‘* Whereus, By the confirmation of the sad inteliizence 
which apprised us of the untimely fate of our beloved 
friend and vaiued contempcerary in the railioad service, 
C. 8S. Cone, Jr., we are deprived of a worthy associate and 
valued friend: this Association of one of its most active 
and brilliant members: scciety of one of its brightest 
crnaments, as also bis bereaved and afflicted family 
of a loving and affectionate son, busband and father, be it 

** Resolved, That while an inscrutable Providence, who 
doeth all things for the best, who has seen fit to remove 
from our midst our brother, member and friend, we bow 
submissively to His will, and shall during our brief sojourn 
in this vale of tears revere his memory, and strive to 
emulate bis many virtues. May they be as —- to our 
feet and pilot us through that narrow road to the Tbrone at 
which we hope to meet so many of our brethren who have 
but gone before. Be it further 

** Resolved, That this Association, through its Secretary 
convey to his widow and family an expression of our ap 
preciation of his manly attributes and Christian virtues, and 
of our sincere condolence with tbem in this their hour of 
affliction, and that a memorial page in our records be in- 
dited to his memory, as also that a copy of these resolutions 
be forwarded tothe railroad journals of the country for 
publication.” 

After the reading of the foregoing resolutions, the Chair 
spoke as follows: 

‘I feel myself utterly incompetent to say or do anything 
in reference te the untimely fate of Mr. Cone. You ell 
knew Mr. Cone well, and anything I could say would not 
inure to his benefit or to the benefit of his family. 1 beheve it 
therefore better to leave the matter as the commiitce have 
reported.” 

The election of officers was ncxt announced to be in crder, 
and the following were unanimously chosen: President, 
E. P. Wiis on, Cincinnati Seuthern ; Vice-President, Lucius 
Tuttle, Eastern Railroad ; Secretary, A. J. Smith, Cleve- 
land, Columbus, Cincinnati & Indianapolis. 

To fill vacancies in the Executive Committee. the Chair 
appointed the following : H. C. Townsend, H. M. Brunson 
and W. F. Smith. 

To fill vacances on Goaneral Committees, the Chair ap- 
pointed Messrs. C. K. Lord, J. Littlefield and H. W. Fuller, 

No objection being offered, the Chair announced that the 
gentlemen named would serve their term. 

The Chair then addressed the convention as fo!lows ° 


“Gentlemen : I now introduce to you Mr. E P. Wilson, of 
the Cmcionati Southern, your President elect, who wili no 
doubt treat you asI have tried todo at your meetings. [ 
want tosay now in leaving thechair, tbat if I have ever s id 
or dune anytiing in the chair that ap: eared arbitrary or un- 
kind, it bas been from no motive of my own, I have done 
the best to treat friends and enemies (if [ have any) in the 
fairest manner. 1 wish aiso to state thatI bave treated with 
the greatest courtesy, and 1 appreciate 1t. I hope you will 
g.ve your new President the same support you have given 
me. With the chanc:s of offending our tender sisters, he 
certainly should have your support. Mr. Wilson, of tke 
Cincinnati Southern.” 

Iu response, Mr. Wilson made the following remarks : 


“Gentlemen: Under ordinary circumstancesI am not 
a bad talker, but the pressure at present is tom heavy to ad- 
mit of a fluent utterance. It is proper that Ishould say that 
I have a ve~y deep appreciation of the compliment you have 
paid me, and also an earnest_apprc ciation of the re-ponsi- 
bility «f the undertaking, Particularly do I feel so im- 
pressed in folowing so able and thoroughly competent an 
officer as my predecessor. I am confident that in his retire- 
ment from this position he has left behind him a record of 
which any man might be proud. Ibepe to have ycur 
forbearance and assistance in accomplishing iu some measue 
the same resu!t.” ? . 

On motion, the Association then adjourned sine die. 





The Westinghouse Brake and the Blackburn Collision, 


It will be remembered that Colonel Yolland, Inspector cf 
the British Board of Trade, in reporting on the Blackburn 
accident, expressed opinions adverse to the Westinghouse 
brake. The Westingbouse Brake Company has issued a 
pamphlet dealing with several questions connected with 
brakes. The first portion is devoted to replying to Colonel 
Yolland, and from this we reproduce the following extracts: 


A perusal of Colonel Yolland’s report on the Blackburn 
collision, which occurred on Aug. 8, 1£80, cannot fail to 
suggest several ideas forcibly tu the mind. 

1. The strorg animus d splayed throughout by Colonel 
Yolland against the Westinghouse brake, as shown, chiefly, 
by bis ignoring all facts anu probab.lities which told ia its 
favor, at the samme time that there was no evidence what- 
ever, exct pt that of the engine-dmver and fireman, sgainst 
it: by bis readiness to accept all the engine-driver said as 
true, in the face of facts whi-h rendered his evidence value- 
iess; bv a strained endeavor to make everything fit his own 
theories; and by a too apparent desire t> convey tbe idea 
that the collision resulted in some way from the automatic 
nature of the brake. ‘ ’ 

2, Everyone must be struck by the introduction of so 
much irrelevant matter concerning automatic brakes gener- 
ally, and about the so-called failures of the Westinghouse 
brake, by applying itself at improper times; whereas he 
alleges the Blackburn collision to have been caused, on toe 
contrary, by the failure of the Liake to act when required, 
a class of failure woich is well known to be peculiar to and 
inseparable from non-automatic brakes, on account of their 
defective principle. . , 

Colonel Yelland has, moreover, so contrived to mix up the 
Blackburn coliision with this other irrelevant matter, and 
so used the alleged failure of the brake as a foundation upun 
whicb to build his arguments, that it will be nec ssary first 
to exp ain how the collision really came about: and more 
particularly is this required on account of the use to which 
the report bas been put by the opponents of automatic 
brakes, 

A train from Liverpool, while standing in Blackburn sta- 
tion, was run into by an express train from Manchester, at 
a speed of from 25 to 80 miks per hour, killing eight and 
injuring 64 people. The signals which ought to have pro- 
tected the Liverpool train were off at the time, and this to 
most people would Le sufficient to account for the accident. 
The driver. however, after having bad time for refi ction, 
said that tke brake fasled to act; Lut be did not say this, as 
will be seen, immediately after the accident: and althc ugh 
there is not the slightest evidence, er sitive or nega- 
tive, to support this statement, Colonel ollaud concluaes 
this man spoke the truth. At the same ‘time, there is «vi- 
dence, both positive and n gative, that the brak3 acted as 

rfectly—when it was ap} lied—going into Blackburn 68 it 
Bad done at the previous stations on this journey; and it 
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would have prevented the collision if it had been applied in 
time. 

Several passengers by this train gave evidence before the 
coroner in Colonel Yoliand’s presence, and swore to feeling 
the brake act a on the different carriages in various 
parts of the train. The following testimony alone is con- 
clusive: 

William Evans : “On reaching the West Cabin I felt the 
deep grinding bite of the brake on our carriage. We came 
into the Blackburn station at as rapid, or more rapid speed. 
I should say, than at any period of cur journey between 
Manchesterand Blackburn. Immediately after the collision, 
and after we had attended to the injured, I spoke to the 
driver of the train. I asked bim, ‘Way in the world did you 
bring that train into this station at such a rate? He re- 
plied that he could not see the train standing in the station, 
nor could apy other man, until be was coming into the 
station ;” and, *‘ The driver did not say to me thatthe West- 
inghouse brake would not act.” 

The guard, whose van was the third vehicle from the 
engine, also made an important statement. He said in his 
evidence, ** I opened the valve of the Westinghouse brake in 
the van after we bad passed the West Cabin, and I did not 
hear any rush of air.” Now, the brake is allowed to have 
been «jl right at Over Darwen, the previous stop, and five 
and a half or six minutes before reaching Blackburn ; and 
the driver says there was 80 lbs. of sir in the gauge passing 
the point where he applied the brake, less than one minute 
from the time of the celhsion. If, therefore, the guard 
found no air on entering tbe station, it was clearly because 
the dr.ver bad already let it out of the brake pipe—that is, 
had applied the brake—althoneh he had done so too late to 
be of material use. 


It isa fact, moreover, that the brake acted on the engine 
and four uninjured carriages even atter the collision, and 
that nothing was found amiss with the brake couplings, 
valves, etc., on the injured carriages, cr in the state of the 
train »everally, to accouut for the accident in any way from 
any failure of any part uf the brake. 

We maintain that, having regard alone to the fact that 
the signals were not at danger, it 1s quite superfluous to turn 
to the brake as a cause of the collision, The diiver states 
that on the few occasions when he had run to Blackburn be- 
fore, the station bad always been clear : that he had never 
taken that » articular train into the station previously ; that 
he had bimself worked the brake only two or three times 
before, without avy proper instruction; that his usual place 
for stopping was the further or east end of the platform, at a 
point ab ut 165 yards past the point : f collision, and that he 
expected to be able to do so on this occasion. And Colonel 
Yolland allows iu his report that the driver was quite justi- 
fied in his endeavor to get to this place, so far as the signals 
are concerned, 


Under these circumstances, then, there is nothing to 
justify the assumption that the brake in any way failed. 

ad only the last home signal been at danger, had the 
express then run 240 yards past it, and had it then struck 
as it did another train at 25 to 30 miles ver hour, there 
might bave been grounds for Culonel Yolland’s conclusions, 
but as it is there is no excuse whatever for them. 

How the collision cccurred is perfectly clear. The driver. 
having just descended a steep incline 9f 314 miles long, was 
rupping at a bigh speed up to the station, intending to pro- 
ceed to the further end of the 7 latform as usual, and to make 
a stnart stop similar to what he bad been doing at previous 
stations, when suddenly he found another train had- got 
tbere first. He applied the brake, whistied, and reversed 
his engine, but for the want of about 80 yards further dis- 
tance, within which he could easily, by means of the brake 
at his command, have bre ught bis train to a stand, came 
into coliision with the unprotected train already there. 

This view, however, did not commend itself to Colonel 
Yolland, He preferred to accept the statement of the 
driver that, op trying to apply tne brake—at a point abcut 
half a mile from wbere he intended to stop—some myster- 
ious irregularity, the nature of which cannot be di covered, 
suddenly occurre? to the brake. For the purpose of justi 
fying his theories, Colonel Yolland made a series of experi- 
ments witha similar train to the Manchester express, the 
brake always being applied at the spot indicated. by the 
driver. Inone experiment, when the brake coupling was 
purposely separated between the first and second carriages 
—as had been suggested mgat have been the case at the 
time of the accident, wi.hout any evidence to justify the 
supposition—the train stopped ten yards short ot the pomt 
of collision, from an initial speed cf 50 miles an hour, as 
aguinst 40 mentioned by the driver as the sveed on the day 
of the collision, At last, by cutting off the brake f1om the 
train, and allowing it to act upon the engine wheels only, 
the point of collision was in one experiment passed. Colo- 
nel Yolland concluded, therefore, that the collision was 
caused by the brake refusing to act, except upon the engine 
wheels ; notwiths:anding the positive evidence that: the 
couplings between the engine and train were found proper- 
ly connected after the accident. The last mentiored éxper- 
iment was: not made under circumstances stated by the 
driver to have existed, but it seems to have been necessar 
to confirm Colonel Yo.land im the fixed conviction wit 
which he began, conducted, and conciuded the inquiry, 
viz., that the brake had failed. None of the experiments 
made, however, were of any sort of value, for the same re- 
sults might have been obtained by running up close to the 
stetion, and then applying the brake over the whole train. 

Colonel Yoliand’s theories did not find much acceptance 
from the coroner’s jury, for, as 2 resuit of tbe experiments 
and the evidence, they, in their verdict, entirely ignored 
the brake, and found, as was ay parent to those wnuv closely, 
and with an unbiased opinion, toilowed the evidence from 
the first, that the collision was caused solely by the system 
of working the signals, and by the recklessness of the 
driver. 

The fact that the Westinghouse Brak: Company called no 
wituesses, is thus remarked on by Colonel Yolland,who says: 
*I was prepared to hear what any witnesses they—the 
Westinghouse Companv—migobt desire to call could state, as 
to any facts bearivg upon the case, or to receive any state- 
ment which they might think proper to make, after hearing 
all the evidence, and noting all toe experiments which were 
made, and [ infurmed Mr. Westinghouse that I would delay 
making my report for ten days, as he was obliged suddenly 
to go to the Continent.” 

As to this remark, it may be mentioned that Colonel Yol- 
land said in substance to Mr. Westinghouse, that any state- 
ment made by him would not have weight; and, in reply to 
Mr. Westinghouse’s remark that he could produce passen- 
gers who had felt the brakes upon their carsiages on enter- 
ing Blackburn Station, Colonel olland said that he would 
not believe any withess he might present who would make 
such an assertion, because it was impossible for any one to 
tell whecber a br» ke was acting upon the carriage he was 
riding in or not. We may add th at, after due c nsideration of 
the evidevce which had been taken, bot: before hims:1f and 
the coroner, and the results of the experiments, ccupled with 
the verdict of the corover’s jury, it was felt that we should 
derive no besetit from avcepting Colonel Yolland’s offer, 
t1 Claying any statement before bim. It seemed imposs ble 

this company that Colonel Yolland could so far ignore 








the facts and probabilities, and aliow his antipathies to lead 
him to such erroneous conclusions. 
Notbing further, perhaps, need be seid as to Colonel Yol- 


land’s allegation of the failure of the brake; but Colonel | 


Yolland bas, as we have said, discussed a good deal beside 
the Blackburn collision in his report, and as it concerns the 
—_ sut-ject of this paper, we may follow hima little fur- 
ther. 

Much of the irrelevant matter before referred to amounts 
to a condemnation of both automatic and non-autematic 
continuous brakes. Now the question of automatic versus 
non-automatic brakes is one of principle only, and Colonel 
Yollund cannot consistently condemn the principle cf the 
former, both on uccount of its liability to go on when not 
wanted, and also for refusing to act when it is wanted ; yet 
this is what he actually does. Indirectly, too, he very effect- 
uaily conderims nou-antoumatic brakes on account of tbeir 
inability to stop trains in case of a breakaway, and for 
giving no indication to a driver of a couplivg baving come 
undone. Though clearly not what was intended, Colonel 
Yolland’s report thus furnishes strong arguments in favor of 
the principle of automatic brakes, bis conclusion iu effect 
being: (1) That the collision wes caused by the separation 
of a hose connection in the front part of the train in such a 
manner es to render the application of the brakes on the 
rear carriages impossible ; (2) that any brake which may 
liable .o fail to act in consequence of a brake couplivg com- 
ing apart so as to render the brake inoperative, should not 
be used on railways; and (3) that brakes which may fail as 
above, are dangerous because the train may then overrun 
the intended stopping place, and thus ceuse a collision. 

We have always contended ‘that any brake so constructed 
that the couplings can come apart and thus render the brakes 
useless without warning to tbe driver, is a dangerous ap 
pliance, and we welcome Colonel Yo!land’s support 1m favor 
of the-e principles, and consequently in favor of automatic, 
as against non-automatic brakes. 

‘hue difficulty of our opponents in this case lies, of course, 
in the fact that the brake in use was automatic, while the 
failure suggested was one pecuhar to non-automatic brakes. 
If what was suggested took place, and a coupling came 
apart, and by closing the valv.s gave no warning to the 
driver, the brake in question was thereby only reduced 
temporarily to the level of a non-automatic brake, the 
essential principle of which is that its failure must occur 
without proper warning. 

Colonel Yolland makes the extraordinary statement that 
the Westinghouse brake connections “* frequently (!) become 
uncoupled” without indication to the driver. How many 
cases would justify the word ‘* frequently ” we do not know, 
but can only say that since the Board of Trade returns have 
been pubiished—June, 1878—only two of such cases are 
mentioned, against scores on the part of otber brakes. In 
view of this fact, and considering the opinions be bas ex- 
pressed, it would only have beet fair, and certainly more 
relevant than a good deal in the report, if Colonel Yoliand 
had referred to these other brakes and condemned them in 
proportion to their liability to become useless when required 
to prevent an accident. For the six months ending June 
80, 1881, there are no less than eighty cises aciuaily 
reported in the Board of Trade returns, of tne Smith 
vacuum brake alone having failed without warring, on 
account of the couplings coming undone or other equivalent 
dangerous failure. é 

We were, however, so nmpressed with the use which was 
made of the two it. stances of allegej failure before r. ferred 
to. and saw so plainly that, under similar circumstances 
again arising, we should be laid open to the same accusa- 
tions, that we promptly decided to make a complete change 
from the automatic coupling back to the old fourm with 
cocks; so that, in future, any such theorics as those advanced 
in this case, will be impossible; for should a pair of couplings 
be separated from any cause whatever, after the train has 
once been properly coupled up and charged, the warning 
which Colonel Yollad considers so essential will unfailingly 
and unwistakably be g ven to the driver. 

Two cases are mentioned in Colonel Yolland’s report where 
trains fitted with the Westivugbouse brake overran stations, 
viz., Stanningley and Dover. The former is in the Board o1 
Trade returns, and we need only say that the circumstances 
were not anal] gous to those at Blackburn, and were easily 
accounted for. As to the case at Dover. which Colonel Yol- 
land calls a *‘ somewhat similar case to that at Stanningley,” 
Cvlonel Yolland showed our representative a letter 1 e had 
received from Mr. Kirtley, the Locomotive Superintendent, 
on this subj-ct; and it certainly di| not justify such a state- 
ment. ‘lhe let er was to this effect, viz., that Mr. Kirtley 
had not reported the occurrence to the Board of Trade be- 
cause he did not consid rit was owing to the failure of the 
Westinghuu e brake; that the driver bad not reported it as 
a failare of the brake; and that he decided to g.ve the brake 
the benefit of the douvt. Colonel Yolland’s re/erence to this 
case, and bis omission of this explanatory letter, are suffi- 
ciently indicative of bis bias. 

In tue interest of safety ov railways, Col. Yolland, again, 
should not have singled out one brake in particular. He 
woulda have found from the Board of Trade Reports on Ac- 
e:dents, that there bad been six collisious resulting from the 
failure of the Smith vacuum brake, and he should bave 
censured this and other brakes, instead of the Westinghouse 
alone, if censure were necessary. < 

After such statements as have been criticised, it is almost 
with : stonishment one reads that an automatic brake is re- 
quired som tames, even in Col. Yo.lana’s opinion. As, for 
instance, when a train breaks into two parts, so that the 
rear portion may be prevented from running back down an 
incline into a following train, or forward into the front part 
on the speed heing slackened. Colonel Yolland has himself, 
indeed, on the occasion of such a case as this occurriug near 
Blaby Junction, on the London & Northwestern Railway, 
made the foliowing remark in Lis report—cated 26th De- 
cember, 1877—on it to the Board of Trade: ** The col.ision 
would not have taken place at. all if the train had been fitted 
with an »utomatic brake.” 

The result of this brief analysis, then, is taat we find Col- 
onel Yolland has—(1) directly condemaed non-automatic 
brakes, because they give no warning to the driver ona 
coupling becoming undone, and thus rendering the brake 
useless; and indirectly this is clearly an excellent argument 
in favor of automatic brakes; (2) He bas directly advocated 
automatic brakes, because they are wanted in case of a 
breakaway: and indir ctly this is an excelient argument 
against nou-automatic brakes. 

tis with reluctance tbat we criticise the report of Col- 
onel Yolland, but we are compelled to do so in consequence 
of his remarks during his inquiry, by his mode of conducting 
his inquiry, by the remarks in report, and by his going 
out ot his way to introduce materia] entirely outside his 
inquiry, all of which justify wucn more. than we have said. 

Coiouel Yolland might, we bink, have remembered that 
the Westinghouse brake coa.plies more nearly than any 
other brake with the conditious laid down by the Board oi 
Trade, of which he was the representative. And, fu:ther, 
be should have hesitated to be so severe in his strictures in a 
case where no positive evidence was forthcoming, on what 
is, at all events, an appliance intended to save life and prop- 





erty, and which the proprietors have for many years spared 
no expense in bringing to perfection, 


Judge Baxter on Railroad Rates. 

A decision recently rendered in the United States Circuit 
Court, in Ohiv, is of considerable interest both to railrcads 
and to the custcmers cf raiircads. The svit was brought 
against the Penn:y.vania Railroad, and grew cut of a dis- 
crimination made in the freight charges on coal between 
Salineville and Cleveland. These charges were graded by 
the road according to the amount shipped, so that large 
sbippers obtained lower rates than small cnes. The ccurt 
Lot only held this to be illegal, but said that the shipper bad 
a choice of remedies. He might either compel the company 
to carry his freight at the lowest schedule rates, or might 
pay the rate demanded, and afterward recover by suit the 
vifference between this and the proper rate. The following 
Janguage was used by Judge Baxter in stating the grounds 
of his decision : **If a raijroad corporation could, with im- 
punity, carry the same class of freight over the same road 
and between the sanie points for one man or class of nen at 
a less rate than they exacted frou other and ecmpeting in- 
terests : if they could lawfully require one man to pay fifteen 
cepts per bushel for the transportation cf wheat from Cleve- 
land to New York, while they did the same service for an- 
other and rival merchant for ten cents, or bring otber 
mercbandise for ce. tain favorite friends and refuse to carry 
for otLers, they could make and unmake the fortunes of 
whom soever they chose.” 

The legal theory on which this decision is based is that 
raiiroads are not ooly privi.te corporations, but public higt- 
ways as well; that the companies are common carriers of 
merchandise and pzssengers, and as such are bound to make 
their churges not only reasonable, Lut equal. While this 
theory lies »t the foundation of the whole law which regu- 
lates the relation between railroads uud the ,ublic, the 
decision itseif will probably surprise nost persons on account 
of the length to which it goes, and the peculiar character of 
some of the consequenc’s which it seems to involve, 

It will be objected that adicrimmation between large 
and small shipmeuts is not a violation of the principle of 
equality in ratcs; that the difference really grows out of the 
nature of the business; that the actual cost of transportat.on 
does not increase in the direct ratio of bulk, and that the 
so-called discrimination is, in reality, merely a reduction 
like that which in all kinds of business marks the difference 
between retail and wholesale. It will be urged that the 
only discriminations which the courts cau take bold of are 
discrimmations made to favor particular shippers, or build 
up particnlar industries. It should at the same time, how- 
ever, be admitted that equity would under all circumstances 
require the same rates for the same quantity transported. 

To prevent railroads from making, different rates tor large 
aud smail sbippers would seem also to involve the necessity 
of preventing them from doing the same thing with regard 
to passenger traffic. That there is anything unfair or illegal 
in **commutation” or “ mileage” tickets, however, has 
never befoi e been suspected. 

That part of the decision which holds that the shipper 
may recover back the excess of rate paid will also be criti- 
cised as Leing in conflict with the general principle that the 
agreement to transport goods, lke any otber agreement, 
must be measured by the actual terms made by the parties; 
that in the case of railroads, these are always contaived in the 
bill of lading; that the shipper is bound by this, just as he is 
by any other cortract, and consequently cannot be allowed 
to go into court to alter the terms in bis own interest after 
ibe service for which he bargained has been reudered. The 
reply to this is, of course, that the bill of Jading is usual] 
not so much a volunvary undertaking cn bis partasa noti- 
fication by the company to bim of tbe terms on which they 
take his goods; that be, having no other means of transpor- 
tation, is helpless, and consequently not a free agent in con- 
tracting. But it must be admitted that, reasonable as this 
appears at first si zht, itis opposed to the great weight of 
judicial authority in this c_untry; the courts baving gener- 
ally held tbac bills of lading are governed bv the same rules 
as i] other contiacts. Still this view must be that on which 
Judge Baxter bases bis opinion as to a remedy. 

The decision will of course be appealed from, and on the 
appeal the points invo.ved in it will be fully argued and 
considered, It promises before it is ended to prove an in- 
teresting and valuable contribution to the transportation 
controversy, the judicial aspect of which has a very impor- 
tant bearing ou all sctemes of legislative reform. he 
equali:y of 1ates—what it means, and how far it should be 
carried—really presents, as will be seen from Judge Baxter’s 
decision, very del.cate legal no less than econcmical ques- 
tions, which cannot be disposed of by simply saying that 
rates shall be equal.—New York Evening Post, April 4. 








Origin and Destination of Trunk Line Freight in 1880, 


We copy below “Statement E” and ‘Statement F,” 
given in Mr. Fink’s report on the “Adjustment of Rates to 
the Seaboard,” which are exhibited graphically and with 
some comments on our editorial pages, 

EAST-BOUND FREIGBT. 

Tonnage and Per Cent. of Total Tonnage frem cach Foint of its 
Ovigim carried from the West and Termini of the Four Trunk 
Roads (N. Y. Central. N.Y, L. EF. & Western, Penna., Bait. 
& Ohio) to toints Eust of the Trunk-Line Te: mini, during the 
Yeur 1850. 

Note.—The Tonnage forwarded from Competing Points does 
not include that which passes through these Ponts on through 
bills of Ladiny. 





Points of origin. Tonnage. P.c. 
I.—From principal cities of competition, 

trafic from which has been divided. 
EDS nae. we nace entew ancscseseesanees 1,512,986 14.43 
ee RE A ee 3.72 
i Rsetcacée po ak cvakeveseeh epee 337,795 3.223 
PID Seyi ccd csecdonccies. peacevess 285,460 2.72 
CRRGE ic. ceccccsnsescssocsoccccs esses 152,756 1.46 
EDS wn nics tacunc de! gheweves wecwusen 73,408 0.70 
in. pessbeneheontes acasnenaak’ 2,752,513 26.25 


I1.—From other principal cities, from which 
traffic should be divided. 












Milwaukee 278,800 2.66 
Cleveland 2 4,620 2.04 
DEE a vcse pnts auserd consti eiqee e000 140,324 1.34 
TREES cevensenat | .sevth Seeeutsecoeses 358,778 3.71 
0 ee ee 1,022,522 9.75 
I0.—From minor points of competition, 
irom which trattic can also be divided. 

Mississippi River po nts................++ 326,736 3.12 
Missouri River points...............6 «6. 78,532 0.75 
bloomi im Acideeecneneseas sheseaces 5,016 0.05 
500 000dh000rtcrcsasenvhsece 4,500 0.04 
DE REECE esp vsiccsvenbeces-ess 8,529 0.U8 
pO ree oS Sues 10,*06 0.10 
TESTS SE ban oo ce dsis pues cap veeuse 16,349 0.15 
PU dewecces Seccases Sacccecceses G1.559 0.59 
PERS WOE ogc scccdccdes cossesvocccceces 33,907 0.32 
EEIUED 55500000 (500) cdsconscsecsee voce 27,117 0.26 
ING) das dgnape 0 00ndccx eves 900 32,012 0.31 
VERE. onc os: cncndece noscccccesseses 32.025 031 
SE ncc.ccccd ves capt d06 cnqnecenesss 18,126 0.17 
.., aaa Rae ti sbudnasens oan 48,496 0.46 
ee TT a eee 29, 0.28 
Dota. ..5 ia, Sei Wei aecssessecy . 734,438 6.90 
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IV.—From terminal points of trunk lines. 
BUGIS: cevcccsccscsce Rebensee a¥aéoneeses 1,0 


of tonnage 

already reported from principal cities 
and competing points. d 
Wisconsin and N. W. and W. of Mo. Riv. 320,805 
266,246 
900,741 
38,377 
49,899 
22,845 
399,113 
157.649 


Missouri 

Ark., Tex., La. and Ind. Ty 
California 

Michigan 

Western Canada 

New York state...... 
— Pennsylvania 


South of Ohio River.... 
West Virginia 
Unknown... 





10,488,246 


Total Tonnage originating 
o their Origin 


Grand total. .. 


Tonnages and the Percentages a. 0 
from the several States, classified uccording 
in States. 


Origin by states. 
Wiseonsin.. .. 
Iowa .... 
Missouri. 


sa] 
a 


Oe SURSompme. 


Tonnage. 
599,605 


~ ~ 


mee IR DOCK: 


S 


Michigan 

Ohio 

South of Ohio River. 
Western Pennsylvauia. 
West Virginia... 

New York state.. 
Western Canada. weaeees 804 
California. . 2,845 0.22 
Unknown.. 3 0.48 


100.00 


= wo ete 
rs 5: 
BOWMORE 
SHREzTE 


eal 
i) 


cS 


seeee 


WEST-BOUND FREIGHT. 


Statement showing the Tonnage of Freight shipped to each Des- 
tination and its Percentage of the Total Tounage originating 
at the Four Atlantic Cities and eleven competing New England 
Points and crried to the West by the New York Central, the 
New York, Lake Erie d&: Western, the Pennsylv nia, and the Bal- 
timore & Ohio railroads; also including traffic curried by the 
Central Vermont and Grand Trunk from Boston and New 
England points, during the year 1880. 


P. ¢. of 
Tons. Destination: 
346.582 18.52) Buffalo... .... 
11,012 : Pittsburgh.... 
115,776 Wheeling... 22,576 
Parkersburg. . 4,592 


345,477 


P. c. of 
total. 
3.08 
13.93 
1.21 
0.24 


Tons, 
57,787 
260,722 


Destination: 
Chicago.. . 
Veoria.... 


Indianapolis. ; 
Cincinnati..... 
Louisville 


Iowa.. 
lilinois 


Milwaukee ... 
Cleveland..... 
Detroit. ....... 
Toledo 

i" . 
California 
Michigan ..... 
Western Cana- 


48.269 
41,552 


25,083 


state.... ... 
Pennsylvania. 
Ohio.... “2 


Spr ngfield ... 
26,006 
25.979 

1,247 


490,537 


Evansville... .. 
Fort Wayne .. 
Lafayette .. . 
Terre Haute.. 
Columbus 


Grand total 1,871 480 





Distribution by States. 


Tons. P. c. of total. 
Wisconsin .86 
Iowa. 
jeg ee a6 
Ark., Tex., La, and In1. T. 
Illinois...... 


2.12 


8.78 


S 
7 
a 


i) 


at letlstakctetet 


Michigan 

Ohio 

South of Ohio River 

Pennsylvania 

i... RS Per rrrs 


2 


— 
n res Srdo sTos 


ROeIITeS 


5 


i) 
ry 


Western Canada 
California 


3 
slg 








An English re Se ent Signaling Ap- 


Recent railway accidents which have exposed the defects 
of some of the existing methods of signaling have naturally 
made the appliances exbibited at the Palace Exhibition ob- 
jects of much attention, and as nearly every really useful 
system is shown in working order (that is, when not disar- 
ranged by the carelessness of experimenters), the public have 
an opportunity, not often afforded, of becoming acquainted 
with the signaling arrangements commonly adopted on 
railways. Besides the standard systems, as they may be 
called, there are, however, several novelties which are more 
or less adapted to remedy defects which are inherent in or 
appertain to the weil-known devices, and these we shall 
endeavor to describe as minutely as possible. 

The London, Brighton & South Coast Railway Company 
exhibit the methods adopted on their line at various periods, 
including Saxby and Farmer’s union of ** lock” and “ block,” 
while the London & Southwestern show Preece’s system in 
working order fora block section, with three signal-re- 
peaters to indicate to the signalman in the boxes the position 
of the semaphore arms. Mr. Spagnoletti’s arrangements as 
employed on the Great Western are also shown, and, as we 
have previously mentioned, Mr. C. V. Walker, 
the Electrical Engineer of the Southeastern, ex- 
hibits an unique and chronologically arranged col- 
lection of instruments used for signaling purposes. ll of 
these are tolerably familiar to those interested in the sub- 
ject, as they are fully described in the text-books ; but in 
the exbibit of W. R. Sykes, shown in very large scale model, 
we have perhaps the most advanced and most perfect com- 
bination of the electric lock and block. This system hes 
been in use for some years on the London, Chatham & 
Dover, and the Metropolitan District, and is probably as 





near perfection as it is possible to go. It is shown as work- 
ing between three signaling points, and those who are skepti- 
cal can try for themselves how far it is possible to break it 
down, and set signais so as to cause an “accident.” The 
system 1s based on the mechanical union between the lock 
aud block, and every signal given requires the attention of 
at least two signalmen. Thus, suppose we designate two 
signal-boxes as Aland B, A cannot lower bis semaphore until 
B releases his lever, and per contra, B cannot Jower his 
semaphore for train im the opposite direction until A has re- 
leased the lever by electrically removing a pin from the stop 
in the lever. Supposea train be approaching A’s box, and 
traveling towards B’s, A sends the call to B, and receiving 
‘* line clear,” sends another signal which releases the lever in 
B’s box, and enables the latter to pulloff his signal, which he 
can put on again, but not *‘ off” until he gives “‘line clear” 
a second time. Thus two trains cannot be in one blook sec- 
tion at the same time, except by consent of two 
signalmen. Similarly, by combinations of electrical 
and mechanical arrangements, it is impossible 
to pass trains by signal while a siding is open for 
shunting, as the fact that the points are open for the siding 
effectually locks the main-line signals. On the other hand, 
points for sidings cannot be opened if a “line clear” signal 
has been given toa main-line train, until that train has 
passed out of the section. Thus, unless two signalmen at 
different boxes make the same blunder, it is impossible for 
an accident to occur, provided the drivers of the trains pay 
attention to the signals. It will be readily understood that 
such a system would have prevented the Canonbury “ acci- 
dent,” which may be taken as an extreme case of railway 
blundering that would have been simply impossible if the 
signaling arrangements had been on the plan just described. 
All the systems we have mentioned are, however, thrown 
out of use by dense fogs, and by occasional defects, and at- 
tempts have been made by enthusiastic inventors to persuade 
the railway companies to employ what may be termed auto- 
matic systems, not that they are really automatic, dispensing 
with the services of signalmen, but as complementary sig- 
nals eppealing more directly to the driver than the sema- 
phores, for hie it may be said he has to lookout. Even 
in the case of fog, however, the Sykes system has been 
found to answer remarkably well, for the simple reason that 
a signalman cannot allow a train to leave until the signal- 
man in advance has released the lever, Still, fogs are not 
unkuown in London so dense that the driver cannot see even 
tue post, let alone thé semaphore, and in such cases fogmen 
are empluyed—introducing yet another element of human 
fallibility. | To provide for such conditions as these, several 
devices in the shape of electric gongs, working in connection 
wito the signals, have been invented, and one of the simplest 
of these is Sullivan’s electric fog and night signal, shown in 
a working model in the eastern gallery at the Palace. 
This arrangement is simple, not likely to get out of order, and 
certainly more trustworthy than the average fogman. It 
consists simply of a small bar placed parallel -with the rail, 
and projecting slightly above its surface when the signal- 
arm is ‘“‘on,” or at danger. The wheel ofa passing engine 
depresses this bar, and rings a powerful gong in « box near 
the post ; while, should the signal be ‘“‘ off,” the bar 1s drawn 
below the level of the rail, and the gong is not sounded. The 
signal is entirely under the control of the signalman, and 
cau be worked either electrically or mechanically in con- 
nection with or separate from the semaphore. It is, in 
fact, a type of a useful class of signals, which can be so ar- 
ranged as te supplement the ordinary semaphores in clear 
weather, and to act as substitutes in the event of fog or de- 
rangement of the apparatus. 

The British & Irish Telephone Co. exhibita working model 
of Redclifi’s fog-signal, which differs so far from that just 
mentioned, that th: “signal” itself is given on the engine. 
In this arrangement we huve the usual magnet and armature, 
the latter carrying a projection, which rubs against a long 
lever carried alongside the engine, inabouta line with the 
centres of the driving wheels. ‘lhis lever actuates a smal 
semaphore placed on a level with the driver’s eyes, and also 
sounds the whistle, a crude idea, which does not commend 
itself by the finish of the model. Several better devices 
have been described in our back volumes, and so long ago 
as Feb. 5, 1875, we gave an account of Sir D. Salomon’s 
system, which was so far complete in details as not only to 
call the driver’s attention, but actually to shut off steam 
and apply the brake for him. That system necessitated a 
central insulated rail, which was so connected to 
the engine that on the latter entering a block section 
already occupied a bell would be rung, or, as _ be- 
foe explained, the steam might be automatically 
shut off. A practically identical system was patented last 
year by a Mr. Putnam, of New York, and in the Concert- 
room Gallery, Messrs. Apps exbibit a nicely-tinished work- 
ing model of the system invented by Mr. T. T. Powell, of 
Harrogate. In this we have the insulated centre rail or 
wire in contact with the train by means of light wheels and 
rods, a couple of signal-boxes, and bells, etc. Levers at the 
side of the rails are depressed by the passage of the train and 
give notice in the signal-boxes, while tapper-keys on the en- 
gine and guard’s van enable either driver or guard to com- 
municate with the signalmen, and the latter can, of course, 
communicate with them. The model is sufficient to show 
that arailway worked on this system would form an elec- 
tric circuit, or combination of circuits, by which not only 
would signalmen be able to communicate with trains ap- 
proaching their boxes, but the manager could, by means of 
an indicator, locate the position of any train at any given 
time; further, platelayers could inform signalmen promptly 
of any defect in the ruad, and passengers could communicate 
with the driver or guard. The difficulty is the centre 
insulated rail, which would cost something, and _ the 
insulation, we are afraid, would be a source of 
trouble. In some respects, Mr. Powell’s system is more com- 
plete than that of Sir D. Salotnon’s, for the latter breaks his 
centre-insulated rail into “block sections;” but we do not 
think that either plan is likely to be adopted for some time. 
A really useful invention is shuwn in the eastern gallery, in 
the shape of King’s patent electric railway signal, which is 
specially adapted for use on single lines in sparsely populated 
countries, or where the amount of traffic wil] not allow of a 
competent and ample staff of signalmen In the model we 
have a single line with a branch to a siding and three posts, 
one of which contains a clock capable of indicating time up 
to 15 minutes, and a semaphore put ‘‘on’’ by mechanieal 
means as the train passes over a lever treadle level with the 
rails, This semaphore is put to ‘off” by means of elec- 
tricity when the train reaches tbe next post, where, at the 
same time, it puts the second signal at danger. The use of 
the clock is not quite apparent, for the inventor can scarcely 
expect his system to be adopted in crowded districts, but for 
certain purposes it will be employed in the following way: 
The clock, say, is at post A; a driver approaching and find- 
ing the signal ‘‘off” will see by the clock how many min- 
utes have elapsed since the previous train passed into that 
block section, and as his engine passes the post it will, as 
explained above, put the semaphore at danger and the 
clock-hand back to zero. When the engine passes post B, it 
again runs over a treadle, which puts the semaphore at B 
to danger and clears the block section in the rear 
by lowering the semaphore at A, where the clock- 
band ayain indicates the number of minutes since the 





engine passed. Suppose post B guards the entrance toa 
siding, the engine which passes A and enters the block be- 
tween A and B puts a special semaphore at danger at B by 
means of electricity, and thus gives warning that a train is 
approaching, and tbat the pointsman must be ready to clear 
or to pass into the siding, as the case may be, a lever at B 
working at signal C to indicate whether the branch or 
siding is clear. The arrangements are all. under cover, and 
the treadles and other accessories are so arranged that the 
signals work at the sam _ speed whether a fast or slow train 
passes; in fact, the details have been carefully worked out, 
and the system will no doubt find employment in America, 
Australia and other places, as well as iu large goods sta- 
tions with long lengths of sidings. Another dociee worth 
notice is found in the southern gallery, where Dr. Garan 
shows a model of bis method of communicating with the 

uard by making the electric connection through the buffers. 
on pulling the signal cord in any compartment an arm is 
tbrown out from the side cf the carriage and a bell rung in 
the guard’s-van. It is obvious, however, that this method is 
not to be compared with others. as it depends for its ef- 
ficiency ou the fact of the buffers being in contact, and that 
is not always the case, except, perhaps, on some of the metro- 
politan lines. Altogether it may be said that, although 
some useful novelties are shown at the exhibition, so far as 
railway signaling is concerned, the established methods are 
the best.—The English Mechanic, Maich 17. 








Report of the Connecticut Railroad Commission 
in Regard to Couplers for Freight Cars. 


A bill for a public act providing that, ‘‘ From and after 
July 1, 181, every car owned or controlled by any railroad 
company located ur operating a line or lines of railroad in 
this state shall be provided with coupling apparatus, the 
proper use of which does not require the presence of an 
person between the cars at the time of coupling, and whic 
shall meet with the approbation of the railroad commis- 
sioners,” was by the last General Assembly referred to us, 
‘* with instructions to report to the next session of the Gen- 
eral Assembly upon the whole subject of car-coupling.” 

The range of inquiry opened by the resolution was illimit- 
able, and there was no intimation of the intention of the 
Legislature as to the scope of the investigation; 1t is, indeed, 
doubtful whether there was any other intention than to ef- 
fect a compromise between the friends of the bill and the ad- 
verse report of the Committee on Railroads, which had been 
presented. When we recall the fact that by far the largest 
proportion of emplovés injured in any one way ure hurtin 
coupling freight cars, we are surprised that no invention has 
yet been generally adopted in place of the old pin and link. 
Of the employ és injured on the New York Central and on 
the Erie in the past ten years 46 per cent. are stated to have 
heen injured in coupling cars. On the Pennsylvania road 
during the five years, 1875-1879, 84!¢ per cent. The report 
of the Riilroad Commissioner of Ohio gives the number for 
1880 as 40 per cent. In our own state the proportion has 
been much less, having been for the five years preceding the 
present 25 per cent., and during the past year 31 per cent. 
The chief cause of the small proportion in Connecticut is un- 
doubtedly that freight brakemen constitute a much smaller 
part of the aggregate of employés than in the states referred 
to. 

The fact, however, remains true here as elsewhere, thata 
larger number of employés are thus —s than in any 
other one way. It being evident, then, that the evil is sue. 
ficient to demand a remedy, the points which our report 
should cover would seem to be : 

First.—Is an automatic coupler the remedy to be adopted ? 

Second.—Has any invention yet been so far perfected as 
to justify us in recommending legislation which shall make 
the adoption of an automatic coupler compulsory ? 

It will be said that answers to the first question, to be of 
any value,must be sought from practical railroad men,and not 
from inventors; that the patentees have already prejudged 
the case. But it is the demand which calls forth the inven- 
tions—the invention never creates the necessity. Hence the 
fact that thousands of patents have been issued in this coun- 
try alone for c .r-coupling devices is in itself strong evidence 
of the necessity of improvement. 

We are also weil aware that in the opinion of many com 
tent persons who have made the subject a study, it is < 
ginning at the wrong end of the work of improvement to re- 
quire tbe adoption of an automatic coupler. That the first step 
should be to bring about a uniform heigbt of draw-bar and 
location and thickness of dead-blocks. ‘Lhat, in the language 
of the Railroad Gazette, the objection to the legislation 
proposed by the Massachusetts Commission, requir- 
ing the adoption of some automatic coupler, is, 
‘that once such a law exists, its tendency will be to 
lead all railroad companies into an easy contentment with 
things as they are if they only conform to the requirements 
of the law.” Admitting the ‘* tendency,” this does not seem 
a valid objection to the proposed legislation, providing the 
thing recommended would be an improvement, any more 
than the requirement of our statute of 1866, that railroad 
companies should provide their passenger, baggage, mail 
and express cars with a proner and suitable connecting apron, 
of the full width of the track, attached to the platform of 
the cars, so as to enable persons to pass from car to car with 
safety, led the companies to be content with that, and pre- 
vented their adopting the Miller platform, coupler and buf- 
fer. No better illustration, by the way, could be bad of the 
fact that general laws most cften spring from special causes 
than this act of 1866, The circumstances will be recalled 
dy wany. On Friday, the 18th of May, 1866, Henry E. 
Robbins, of Hartford, who had been in attendance befvre 
the Legislature at New Haven, in passing from the smoking- 
car tu a passenger car, fell between them and was fatally in- 
jured, and upon the following Wednesday this bill was in- 
troduced in the state Senate. 

Could a coupler be found which would do for freight cars, 
at a small expense, what the Miller coupler has accomplished 
for passenger cars, no one, we imagine, would be found to 
say it was not a proper remedy to be adopted for the evils 
now existing; and this brings us to the consideration of our 
second question, viz: whether any invention has yet been so 
far perfected as to justify us in recomwending legislation 
which shall make the adoption of an automatic coupler com- 
pulsory. 

To aid us in coming to a correct conclusion it seemed 
proper to give patentees and others an o agen to pre- 
rent and explain their inventions. A public investigation 
was therefore begun at our office, on the 29th of November 
last, coutinuing two days, with also sundry trials of differ- 
ent patterns in actual use upon the cars, which investigation 
has been supplemented by further examinations and by per- 
sonal inquiries of railroad men, in various positions, in dif- 
ferent parts of the state; and we may say here that the 
Board brought some practical knowledge and experience to 
the inquiry—one of their number having been a ‘* practical 
railroad man” all bis business life. 

The Hartford Courant,which has been unflagging in its in- 
terest in this subject, remarked, on the morning the investi- 
gation commenced: ‘‘ We can imagine ——_, to such a 

ill (compelling the use of automatic — ers) from just two 
sources—the railroads, which object to the expense, and the 
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undertakers, who would naturally look with quiet disapproval 
on what goes tocurtail theirlegitimate industry.” The rsmark 
shows at ouce tne public estimate of the extent of the evil, 
and the objections, both real and fanciful, to the application 
of the cure. We said in our last report that there was not 
much reason to hope for the voluntary adoption of automatic 
couplers for freight cars until the courts should hold com- 

anies liable for injuries received in the use of present coup- 
ings, on the ground of a failure to have their rolling stock 
in reasonably safe condition. The fact that the courts have 
not yet so held is not to be received as conclusive evidence 
that no such iegal —— exists. Much less is it to be re- 
garded as any evidence that a reasonable regard for buman 
life does not demaud these a For, under the law 
as it now generally stands in tbis country, the cours 
must necessarily apply the doctrine of contributory neg)li- 
geace, and the cases where such negligence does not exist in 
some degreeare very rare. If the Courant is right as to 
the ground of opp»sition by the railroad companies, to wit, 
the expense, we may assume that if the expense is small the 
objection will be removed ; and thus the question of the 
costs becomes an important one in our inquiry. But the 
Jirst cost must not be allowed necessarily to govern, even on 
this point ; for it must be remembered that ut present the 
cost for lost links and pins is enormous, amounting, in the 
case of the New York, Lake Erie & Western Railroud, it 1s 
said, to $70,000 or $80,000 a year ; and a like story would 
be told by others. This expense would, of course, be saved 
in the case of an automatic coupler with fast pin and link, 
or on dispensing altogether with both. 

It is no partof this report to indicate a preference for 
any particular invention, and, indeed, before doing so, a 
more critical comparison ought in justice to be had than yet 
has been made, but we have had in mind certain require- 
ments which we regard as essential. 

Such « coupler must of course not only couple automatic- 
ally with one of its own kind, but it must admit of being 
coupled with the ordinary form of draw bars, without. sub- 
jecting the brakernnan to any increased danger, andif it 
permit such to be coupled with it, all the better. It is not 
necessary to enlarge upon this pcint ; the truth is apperent 
to all, and covers the question of variation in height, fur 
which it must be equally well adapted as the common 
form. Jt must be simple enough not to be liable to get out 
of order, and so —. as not to be easily broken. And 
the cost complete must be inconsiderable above that of the 
ordinary draw-bar, pin, and link. 

Are there any such couplers? We think thereare. The 
cnly remaining question then is, whether it is practicable or 
desirable for so small a state as Connecticut, with so few 
railroad corporations, to inaugurate compulsory legislation 
in this direction? We have been more perplexed over this 
question than any other connected with the subject. 
Our first inclination was to answer it in the negative, and 
were such legislation likely to result in any interference 
with the free interchange of cars, we should still feel 
obliged to oppose such action, although it might seem to be 
in the interest of humanity ; butif our views are correct on 
the other points, we do not see how any trouble can come 
in this direction. We, therefore, see no sufficient reason 
why the work should not be begun here. Legislation of 
this character is no new departure for Connecticut, only 
heretofore it has been directed more toward the safety of 
the passenger than of the employé. § That the Massa- 
chusetts Commissioners came to a like conclusion after 
examination, strengthens us in our position. Still more 
does the fact that the Special Committee of the Legislative 
Assembly of the Province of Ontario, after a most exhaust- 
ive inquiry as set forth in their report, which with the evi- 
dence embraces over eighty pages, says: ‘* Your committee 
examined a large number of automatic and other couy]>rs 
for freight cars, some of which appeared well fitted for the 
purposs of coupling, and would go far to do away with the 
necessity of the men going so frequently between the cars. 
The committee would therefore suggest whether, in view cf 


the great loss of life and injury to brakemen in 
coupling cars, it is not desirable that the automatic 
couplers should be made compu'sory upon Cana- 


dian railway companies.” The legislation should not, 
however, be sc radical as that proposed in the bill referred 
tous. That bill pone that within a very limited time 
every car owned or controlled by any of our companies, 
should be equipped with such coupling apparatus as would 
not require a person between the cars at the time of coup- 
ling. We would confine the requirements to new cars, and 
to the necessary renewals of old, but would add to it, what 
we do not think would be objected to, that the draw-bars 
should be placed at a uniform height, and that the dead- 
blocks should be so thick as to give, at least, a foot ciear 
space between the cars when the dead-blocks were together. 

We stould also be glad could we secure a uniform system 
of dead-blocks, which, in our judgment, should be the single 
block over the draw-bar, as we regard the double block, in 
the language of a witness:before us, ‘‘ good perhaps for the 
car, but death to'the brakeman.” This point is not, how- 
ever, material in this report, as the Connecticut practice is 
uniformly to use the single block. 

We would therefore recommend the exactment of a law 
requiring that all freight cars hereafter bought or built by 
the corporations eperating railroads in this state, shali be 
equipped with automatic re eY, the draw-bars of which 
shall be at the uniform height which has been recommended 
by the master car-builders, and with dead-blocks sufficient/y 
thiek to give not less than one foot clear space between the 
cars, when the blocks come together, and that similar draw- 
bars and couplers should be made use of in all renewals, If it 
is objectec that this isa half-way measure, we answer, that 
is just what it is intended to be. 

‘To require our companies to subsitute, at orce, automatic 
couplers for those now in use on their more than eight 
thousand freight cars would, in our judgment, be impo ipg 
an unreasonable burden of expense. [If it is thought best to 
provide additional protection in the use of old cars, there 
may be adopted some such device as was shown us for a bar 
pivoted on a revolviog collar, to be attached to the end of a 
ear, and long enough to reach from the side of the car un- 
der the draw-bar to raise and direct the link without taking 
hold of it with the hand, or in other words to be a substitute 
for the ‘‘ stick ” always in piace and ready for use. 

All of which is respectfully submitted. 

GEORGE M. Wooprvurr, 
JoHN W. Bacon, 
Wiiuam H. Haywarp, 


Railroad Commissioners. 
HARTFORD, Dec. 29, 1881. 





A New Steel Rail Crossing. 

Mr. P. J. Cochrane, master of machinery of the South 
Carolina Railway, has patentedaste:1 rail crossing with cast 
iron or steel chairs, which can be made to suit any angle of 
crossing. The chairs are a novel pattern, constructed to 
support the head of the rails as well as to hold the main and 
guard rails firmly against al strains without rivets, It is 
free from joints, except at the intersection of the rails, and 
is easily taken up for repairs or changing rails. One in use 
seven months at the most frequently used crossing of the 
road has proven very satisfactory. “A collision of trains 
upon it did not injure it in the least. —National Car-Builder. 
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NaME OF Roan. 


| 
Ala. Gt. Southern — 
Buffalo. Pitts. & West) 
Bur., Ced. Rap. & No.| 
Cairo & St. Louis..... | 
Central Pacific........ | 
Ches. & O | 
Chicago & Alton...... | 
Chi. & Eastern Ill... | 
Chi. & Gd. Trk ....... 
Chi., Mil. & St. Paul... | 
Chi. & Northwe-tern.. 
Chi. , St. P.. M. & O... 
Cin., Ham. & Dayton. | 
Cin., Ind. St. L. & Chi. | 
Cin., N. O. & T. Pac..| 
Cleve., Akron & ol..} 
Col., H. V. & Toledo..| 


Evansv. & T. Haute.. 
Flint & Fere Mar.....| 
Hannibal & st. Jo....) 
Houston, E. & W. Tex! 
Ill, Cen., Ill. lines ... | 
Towa lines.......... | 
Ind.. Bloom. & West..| 
K.C., Ft. 8.2 G...... | 
K. C.. L. & So. Kan...| 
Lake Erie & Western 
Long Island.......... 
Louisville & Na 
Mirq., H. & Ont... .. 
Mil., L.S. & West....| 
Minn. & St. Louis 
Mo. Pavifie lines : 
Central Branch 
Int. & Gt. Northern. 


Mobile & Ohio........ 
Nash.. Chatta, & St.L. 
N. Y. & N. England... 
Norfolk & Western... 
Northern Central..... 
Northern Pacific. ..... 
Ohio Central 
Vennsylvania......... 
Peo., Dec. & Evansv.. 
Petersburg... ...2-..0. 
Phila. & Readi 
St.L.,A.&T.H., M. 
Belleville Line 





Total inc. or dec 


} 


| 


290) 
170) 
620) 
146 


Mo., Kan. & Tex....| 1,190 
Mo. Pacific... ...... | 78 
St. L.. I. M. & So....1 720) 
Texas & Pacific..... 1,140 


Total, 63 roads...... 46,214 40,917 


MILEAGE. 


| 1882, | 1881.| Inc. |Dec 





300} _ 63) 
880! 310! 
700; 85 
685| 35). 
800) i. 


St. Louis & San Fran. 660 68 .. 
St. P.,Minn.& Man..; 910 740: 170.. 
Scioto Valley......... 128; 100 2&8 .. 
South Carclina .......) 243) 243)......!.... 
Tol., Del. & Bur.... .. 395 285, 11).... 
Union Pacific.... .... 8,720 3,325) 395..... 
Wab., St. L. & Pacific.| 3.350 2,480 870'....) 
Wisconsin Centrat.... 508 386508 ae 





5,297 





























4,241,544) 
| 











__RAILROAD EARNINGS, TWO MONTHS ENDING FEBRUARY 28. 














EARNINGS. Earnmnas Per MILE. 
| 
j | De- | 
| P.c.| 1882. 1881. | Increase. | .rease,| P, c, | 1882. | 1881. | Ine. |Dee. P. «. 
Fat) Oe | eal omattion 
—} ase ee aEM 
| 
| | 3 | 7 | $ 
att ale 57,541) ee | 6d 9.4; 198) “219 JF | Fal oo, 
To ies 48 5.5) 40,024) 8,481)........] 21.2} 285) 235) Sul......) 212 
9.9 225,631) 124,510} 102,1.1)........ 80.8} 364 221) 143)..... | 64.7 
ce Re 23,797) i atte ae 7,854] v4.8) 163) 217)...... 54) 24.8 
34,2 17.0) 55} coal Oe 
13.8) 476) | 12.3 
11.8, 6-6) 10.8 
6.4, 537, 0.9 
r0.3) 315) 50.3 
101.6) 333 $5.0 
52.8, «449 30.5 
98.4 314) 85.8 
14.2 577| 14,2 
8.9) 623) |; 8&9 
26.0 513) £6.0 
11.6, 229) | 11.6 
7.8, 313: 7.8 
30.0 38Y $2.6 
73.9 264 | 65.0 
53g, (CL 53.6 
7.3, 725 6.6 
"7, 409 19.2 
3. 465 23.4 
23.9 58 | 25.9 
} 132.2) 149 | 91.0 
216 583. 20.6 
90.6 us4 9u.6 
+ 317) | 33 
5 374 47.9 
171 72.4 
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EDITORIAL ANNOUNCEMENTS. 


Passes,—All persons connected with this paper are forbid- 
den to ask hee passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Addresses.— Business letters should be addressed and drafts 


made f ys to THE RaILRoapD Gazetrn. Communica- 


tions for the attention of the Editors should be addressed 
EpiToR RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroa 


cers, organizations and changes of companies, the letting, 


progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
Discussions of subjects 

railroad business by 
hem are especially de- 


suggestions as to its improvement. 
pertaining to ALL DEPARTMENTS 0 
men practically acquainted with 
sired. Officers will oblige us by forwarding early copies 


of notices of meetings, elections, appointments, and es- 
— annual reports, some notice of all of which will 


published 


Advertisements,.—-We wish it distinctl 
we will entertain no proposition to 
this journal for 
UMNS 


understood that 
lish anything in 


our readers. Those who wish to recommend t 


readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 








WESTERN TRAFFIC CENTRES. 


{n our issue of March 17 we made some comments 
on the “Origin and Destination of Trunk Line 
Freight,” based on two tables in Mr. Fink’s admirable 
‘*Report upon the Adjustment of Railroad Transporta- 
tion Rates to the Seaboard,” then just published. The 
figures given in these tables are so significant, how- 
ever, that we return to them, and illustrate them by 
diagrams which will make more clear the relative im- 
portance and insignificance of the various cities and 
districts west of the termini of the trunk lines, as in- 
dicated by the amount of freight they severally ship 
to these lines and receive from their eastern termini 
—from New York, Philadelphia, Baltimore, Boston 
and the group of New England towns which are 
classed with Boston and have the same tariff rates as 
that city (Lowell, Nashua, Worcester, Springfield, 
Providence, South Framingham, Northampton, Hol- 
yoke, Westfield, Salem and Fitchburg). On another 
page we copy the tables given in the report, in which 
the peculiar classification of the different towns and 
groups of towns has a significance of its own, which 
we need not explain. 

The tables give the trafiic for 1880, and not for last 
year. The year 1880 is the only one during which the 
rates in both directions were generally well main- 
tained throughout by all the lines, and it wasa year of 
very large traffic—larger in the aggregate than had 
ever been known before, though Chicago shipments 
were a little larger in 1879, when rail rates were much 
of the time much lower. 

Tn 1881, with more than six months of railroad war 
and extremely low rates, the aggregate east-bound 
movement was probably not very different from that 
of 1880, the Chicago shipments being much larger, but 
those of the places further south generally smaller. 
The west-bound shipments in 1881 were much larger 
than in 1880. 

The figures for 1880-were not only made with rates 
maintained, but by agreement they are to be taken as 
the basis “generally” for the division of east-bound 
traffic among the trunk lines. As the tables do not 
give the amounts carried by the different roads, it 
helps us to judge of the coming apportionment only 
by the knowledge it gives us of the quantities of 
freight supplied at places where one or another of the 
trunk lines is known to command much or little of the 
traffic. For instance, under the old pool the two 
Vanderbilt roads received 49 per cent. of the Chicago 
shipments, and most of that we know they deliver to 
the New York Central. The tables show us that 49 
per cent. of the Chicago shipments in 1880 was 741,- 

853 tons. Sothe Pittsburgh receipts and shipments 


offi- 


Y, EXCEPT IN THE ADVERTISING COL- 
We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
ir inven- 
tions, machinery, supplies, financial schemes, etc., to our 


are divided chiefly between the Pennsylvania and the 
Baltimore & Ohio, etc. 

In our diagrams we have placed the receipts of each 
city or state from the East opposite its shipments to 
the East, to enable us to compare the movement of 
freight in the two directions. We desire here, how- 
\ever, to call attention to the fact that the difference 
between the two currents is exaggerated by the 
figures. The statement of west-bound freight is made 
to include the traffic which the trunk lines compete 


“| for; the statement of east-bound freight includes what 


|the Western roads compete for. The latter compete 
| for all the east-bound traffic that reaches the western 
termini at the trunk lines, and the east-bound ship- 
ments in the table include not only the traffic that 
goes to the seaboard, and so passes over the whole 
length of a trunk line, but all that received from any 
station west of its western terminus, or at that 
termini, and carried by it to any station on its line. 
Thus shipments from the west to Lockport, Rochester, 
Syracuse, Elmira, Harrisburgh, Scranton and Wash- 
ington are included in the above table. But west- 
bound traftic originating at interior stations on the 
trunk lines (with the exception of the ‘‘New England 
points ” named) is not included in the table of west- 
bound freight, and in the aggregate the shipments of 
these interior points in New York and Pennsylvania, 
where there are important manufactures, to the West 
are very large, and would add materially to 
the 1,871,480 tons given in the table as the total west- 
bound freight. Indeed, statistics that have been col- 
lected for the shipments through Buffalo make it 
probable that these shipments from interior trunk-line 
points, including Pittsburgh as well as Buffalo, are as 
much as 1,500,000 tons. These shipments from in- 
terior trunk-line stations are competitive for the roads 
west of the trunk lines, but not usually for the trunk 
lines themselves. 

On the other hand, the table for east-bound freight 
does not include what was carried by the Grand 
Trunk, while the table for west-bound freight does in- 
clude nearly allthat carried west by this road—all 
except that which it took from New York via New 
London, etc., at special rates, which was not a large 
amount. 

The difference in the aggregate figures caused by 
this omission cannot be very large, however. We 
believe that the Grand Trunk (that is, the line east of 
Toronto, which is regarded as the western terminus of 
the Grand Trunk asa trunk line) of late has not had 
much more than 7 per cent. of the total east-bound 
freight ; and this would not make any great changes in 
the lengths of the lines in our diagrams. As it gets 
its freight chiefly at Chicago, Milwaukee and Detroit, 
if included it would probably increase the traffic of 
these cities chiefly. On the whole, the east-bound 
trafiic is much more completely shown than the west- 
bound. 

We have arranged the places and states in the order 
of their shipments of freight to the East, beginning at 
the bottom with Chicago, the place with the largest 
shipments, and placing the towns in the order of their 
shipments first, and above them the shipments of un- 
named stations in the several states, the latter being 
freight non-competitive for the Western roads, but 
competitive for the trunk lines. We do this to facili- 
tate comparison of the cities, the true traffic centres, 
for whose traffic the roads are able to compete, and for 
whose traffic, too, new roads are built. 

We see here that Chicago far exceeds any other city 
in rail shipments eastward. Buffalo ships about two- 
thirds as much, but by far the larger part of the ship- 
ments of Buffalo consist of freight brought thither by 
lake from Chicago, Milwaukee, or some other lake port, 
and chiefly from Chicago. Leaving Buffalo, Peoria 
and Toledo come next, each with little more than a 
quarter of Chicago’s shipments, St. Louis with less 
than a quarter, the other four Mississippi River points 
together with nearly the same as St. Louis, then In- 
dianapolis, Milwaukee and Pittsburgh, each with less 
than a fifth of the Chicago shipments, Cleveland with 
a seventh, Cincinnati with a tenth, Detroit with an 
eleventh, and no other place with 50 much as one- 
twentieth of the Chicago shipments. 

We must guard against looking upon these ship- 
ments as in all cases representing the total eastward 
rail shipments of the places named. As before noted, 
they include only shipments billed through to points 
east of the western termini of the trunk lines. Ship- 
ments to Buffalo or Pittsburgh, for instance, are not 
included. But it may be said in general that the ship- 
ments from the Western towns that go only to Buffalo 
or Pittsburgh or points still farther west are inconsid- 
erable, with the exception of those to the lake ports 
and St. Louis. Thatis, by far the larger portion of 
the freight shipped from the West is consumed in the 
East, or is exported ; if sent by rail to the East, it is 
more economical to bill it through, and not have it 








transferred or re-billed at any intermediate station. 
But if forwarded by lake, it will not appear in the 
tables here given, though it may come from some of 
the towns in the list. For instance, grain shipped by 
Kansas City and other Missouri River points is very 
likely to be consigned to Chicago or St. Louis only. 
In such cases it does not appear in the shipments of 
Missouri River points given in the table. If it is for- 
warded from St. Louis by river, of course it does not 
appear at all, never touching a trunk line. If for- 
warded by lake to Buffalo, it will appear in the Buf- 
falo shipments of the table, if it goes east by rail; but 
it will not appear at all if forwarded by canal. If for- 
warded from Chicago or St. Louis by rail toa point east 
of Buffalo or Pittsburgh, it will appear in the Chicago or 
St. Louis shipments of the table. Now, doubtless, most 
of the grain shipments of Missouri River points, of all in- 
terior points west of the Mississippi River and of Wis- 
consin, and much of the grain shipments of Missis- 
sippi River points and of the interior of Illinois are 
consigned to Chicago, Milwaukee, or St. Louis, and 
the total eastward shipments of these places and 
states are thus doubtless much more than their ship- 
ments through to the trunk lines, given in the table. 
But as we go east, this is less and less the case, because 
the farther east we go the less the advantage of ship- 
ping by way of a lake port. In Michigan and in 
Northern Indiana and Ohio considerable grain ship- 
ments are consigned to Detroit, Toledo and Cleveland; 
but, owing to the short distance from these ports to 
Buffalo, this grain is more likely to be forwarded from 
these places by rail than by lake, so that the most of 
it doubtless appears in the Detroit, Toledo and Cleve- 
land shipments of the table. From such places as 
Indianapolis and towns further east and south sub- 
stantially all the traffic must go all the way east by 
rail. 

We may thus understand why it is that the four 
** Missouri River points,” whose traffic has grown up 
into great importance within the past twelve years, 
are credited with shipping but 78,468 tons of freight in 
1880—only 251 tons per working day, which will not 
fully load a small freight train. They shipped 
several times as much to Chicago, doubtless; but the 
251 tons a day represents what the trunk lines had to 
compete for at the Missouri River points. For them 
the other traftic thence was first accessible at Chicago, 
St. Louis or Toledo. 

There are large shipments eastward from Buffalo 
and Pittsburgh, but from no other of the western te: mini 
of the trunk lines. Salamanca, Dunkirk, Wheeling. 
Parkersburg and Bellaire together sl i»ped but 72,664 
tons. The large Buffalo shipments are due almost entire- 
ly, doubtless, to its lake receipts (of lumber as well as 
grain); the large Pittsburgh shipments probably con- 
sist chiefly of the heavy manufactures of that place, as 
it has no considerable trade in Western produce. 

We will now turn to the shipments westward repre- 
sented on the right-hand side of our diagram. The 
comparative shortness of these lines strikes the eye at 
once. The figures show 560 tons of freight shipped 
east to every 100 shipped west. We have shown above 
that this exaggerates the actual great difference in the 
two currents of traffic. In the diagram of west-bound 
traffic two lines project far beyond all others; these 
represent the shipments to Chicago and to Pittsburgh. 
Doubtless it will be news to many that Pittsburgh, 
almost unknown as a distributing point of merchan- 
dise, receives from the East more tons of freight than 
Cincinnati and St. Louis together, and about the same as 
Cleveland, Toledo, Detroit and Indianapolis together. 
The explanation doubtless is that Pittsburgh is a great 
consumer of coarse raw materials used in iron and 
glass manufacture, and that in 1880 we drained the 
world of scrap iron, etc., which largely went to Pitts- 
burgh to be manufactured. The Pittsburgh receipts 
have not an importance to the railroads in proportion 
to their weight, because they consist chiefly of those 
articles for which the lowest rates are received, and 
this is largely true of its shipments also. But it is un- 
questionably one of the great traffic centres of the 
country, and almost the only great interior one whose 
freight is not composed chiefly of agricultural prod- 
ucts. Taking its receipts and shipments together 
(534,953 tons), only Chicago and Buffalo surpass it, and 
it has this peculiarity, that its receipts from the East 
are very nearly equal to its shipments to the East, 
while at Buffalo the shipments are 18 to 10, at Chicago 
48 to 1, at Milwaukee 6 to 1, etc. 

Receipts from the East in most cases indicate the im- 
portance of the several Western towns as distributors 
of Eastern merchandise—their general rank as whole- 
saling markets. They get their merchandise mosily 
in the East—at least cities east of the Mississippi do. 
The towns on the Mississippi and the Missouri, how- 
ever, must either get a large share of the goods they 
wholesale at Chicago and St. Louis, or their wholesale 
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DIAGRAM I. 
TRUNK LINE FREIGHT TO AND FROM WESTERN CITIES AND STATES OUTSIDE OF CITIES. 
Est to trunk lines. West from seaboard, 
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Cities: Cities: 
Gite EE, on. cic vinvsersinseqeens 22,802 iii sein clin siete “psi ines so sa a me cn a oe ae Lt Biiinncenesncscicn Other towns t 12,716 
PRR casos «25. ccnccvonsonyane ue Ch EE LLG AEE EPI Fe eT BH Eee ese: INN <4) ambneeeibiatuagir.sticeead EME Ee 
ON rrr ore sbienaw esecese coreg ES Ee a i BEE ERY id 0 EE ye. gene ie d.amnensmurenie ie Hindtiaadeieectatoinedestoel a cee, 
DOOMED iv ccvnceccccociiesonccsecean bab Wes sh ek kw a ee ee ee eee ee ae | RE ae a Za 3 RR Ae sea 
CAI, 6s pikiccentc censnen ou “ PO Re wma ad x 2 hae eee eee oe ee ee ee MbiveCbicccaukese Columbus itisvdiedcab elses cceebndks eS 29.707 
BalamancaA ........0-scccccesssccccccvcs Pee ee ee ee ee ae) 2 NS eee 7 ee 
Dunkirk.....ccccce ccoccccs- scocccses a. Ee a NE ae >, Ps ta amiicde dine vente abeansongbesamnignstbte Wes tansnnicibadn es ; 
WI. a cccctcs cosentitesteengsetes ge FS OEE IE I INE vg Reig ieRA s 4 PN ices cccwchbiadaves <b - acaton 22,576 
LaFayette nae a bine a Se RN Ce GEe Mah a oe EE aie ocics tok oueand ausevens cee 5,730 
Sandusky EE erie chew ca no oc moh ae eek be Se ee Oe en ee DNs 956556050000) oockns>icccns occu 5,853 
Terre Haute............eseeccsseveceeee a a ene Tis, ne ree | apo RR UD sis sis cseine icicbcavnnadeh orcteks 8,012 
Vincennes - SRR re Eee RONEN er nSee:” §«— arama’ ies G+ pC aR 
Fort Wayne RL CEE LEAL LSS LILLE PE LOPE WTR et Otee 
Erie ....... Ne ila, is sa ae csilteiadedianiina iaaletaale das! ato ie ih a ca - SNR Ns bee co , lt TERA RAL, — 
Dayton.. a pag CE aS Ns Peete =~ <2 i ae NIE Ssios ts strkncoseis be. bce cccee eee 14,845 
Evansville......--+++.004 +--+ + oteeees 61,660 AO to re ae ae ne Te eT Mey oth Te ety RG & A are Mot xibeses so virco 9,104 
Louisville.......+++++--++++-seeeereeeees en eesti ome Sess sd ee Oe eee Leeda eee ee pet ee 2) OR ti) Bibs Ses RS 37.0¢9 
Missouri River points ve oo aS Ra eS ee art ete, eer ee, ok NTE _ See Missouri River points ¢.... ................. 37.629 
Detroit ekite Sade iStebeahaadenensiosReAeRE —a see i Sa e-News i db vig seal Miglin a nae a he Ee aaa quae .......__. Pn. Sanger oneness ivebben- snd cartel vere "74055 
Cincinnati a: ce teint ee ae a ———_-en =. __ WN a susie cisecrwin ccccce eee 118.7 
Cleveland TTR ee eee ee nel a cee 0 en ey 82,288 
Pittsburgh i , SS oy eS FS shin, ER 0004p 000059066000kadasn me 260,722 
Milwawkee....cc.cccccoccose covessosses ESERIES age Milwaukee .........00.002sseeeeeeeeeee canes 45,299 
FRAME a5, 05.0 00050csnensgeneaess 2 EEE OTE EL RINE RR RIT Cee Indianapolis .................-.sscsesceseees 30,955 
Mississ:ppi River points § wk -—06h? RRR aR heels... .____. Mississippi River points §................... 16,927 
OE Bb ins idccs ccs a caccicenns ea spanans (ring nel ET «= — | raging. a RNs ontinn vein Sucks csinensed kkbes 115.776 
MOREE. can agesenns wewkee vapennreke ST. iiculitne wonenceronuaneveuunennne ai... ...... NS ee wst vhs s5K54ee$ ann tneds SéeMs rawe 30,374 
Dina. . cdadecasen bos: SeeGeErOS SE. ncanoons sos -ceccemesnecsum rr, Peoria...... i Sp Pek Pens eenuARee «bets xeacauans 11,012 
RR iss sastanesetawabenwl ieee | SE EP EN Goth. 6056 1k moasitn iencsiowke castes 57,587 
UMBRES ns nncasacs<idsacsenesa geben 1,513,986 ChICAGO. « -- 2-0. neces eeeee eee cece eeeeeee 346,582 
oer er a 
DR sc ncisn: nas. sunondindalebiaales 10,488,246 see a ne <a CTD ee oe 
East to trunk lines, West from seaboard. 

RRM cw unlgssaiiis) xen ealeamibibiatcasiaiied 8,529 t Springfield. Ilinois ...... .......0...... 
Bloumnington ...... sseccccccccccces veo 5,0!6 Bloomington, Illinois..... ......°.. 077’ 3'739 
PMN, «au ceescseeds Cetheue sBGakedbked pg ted GE Sissece. ssecestateecuiate 
Springtield..... ee se ee 2010 

+ Ka sss City, Leavenworth, Atchison ane St. Joseph. 

§ Burlingtun, Keokuk, Quincy and Haunibal. 

DIAGRAM JU. 
TRUNE LINE FREIGHT TO AND FROM WESTERN STATES. 
: (States include the cities in them.) 
Evst to trunk lines. West from seaboard. 
Tous. Tons. 

California codeetscocencce 22,845 SeOSe SOG PSC2FCOSSESHS® GEOG CCE ee ee ae ae a Se Se Ya ee a ae a a ae = 48,369 California. 
West Virginia..... .... FE ce goat Sek SS Roe Se Seb SESS 4 tees ebsE ksd ose cee s sesh one ss 40c0s eRe @oue webs 28,415 W. Virginia. 
Ark.. Tex.. La. and 

lodiau Territory...... WN eS SER SE Rees occa 6d nde ee RE RERRMWES ERE nema a kommer ape <-e«ccc e-em 7,631 Ark.,Tex., La. & Ind.T. 
STANNWS dwn <ooneoeee NET 0 ene cassie ion nwa we cn io 2 see ene ep as me sew s+ eee esc a 3+ pene ee sae W. shaobossse | knastéeeceniinedly ‘ 
Western Canada....... 184,804 .-e----- --- ------- --- ~--~------ + ee = 2k -- 25,383 W. Canada, 

B..0f Clio RIGS ncccccs FREES we weee Beebo ens wee ob bsi ccs ccces sessedess cetbesion & we mee eee ween es pe 63,048 S. of Ohio Riv. 
West Pennsylvania.... 428,246 A tl ia ai hh pte i a a a et tp se no tes ks 292,175 Pennsylvania, 
DOO iiesciccescases 502,335 39,613 lowa, 
eer 539,437 116,507 Michigan, 
Missouri ............... 545,331 164,275 Missouri, 
WERGRNG Disc vicncccccsees 599,605 128,448 Wiscons'n, 
a Se 1,112,599 , 66,471 New York. 
PRR ais osiscrenesecken 1,169,629 88,472 Indiana, 
Ohio.... -. 3,182,062 403,789 Ohio. 
Mlinois............... 2,821,920 298,634 Illinois, 
eee 10,488,246 1,871,480 Total 








trads is much less important than it is generally sup- | with the largest percentages of the total in the two / freight. 1t 1s noticeable that in most cases the town’s 
posed to be. The direct shipments of 37,629 tons of | directions are: 


percentage of the total shipments from the East is 
Per cent.! Per cent. | 





freight from the seaboard to Missouri River points in | pact rrom— of tota’. West to— of total, |greater than its percentage of total shipments to the 
183), and of 16,927 tons to Mississippi River points other | }- Chivago.. beam ry 2 a "7-7: 1802 | East. This is because the business of distributing 
than St. Louis do not indicate any important trade at | 3. Peoria... 3.72, 3. Cincinnati hinags asked 6. a3 | |merchandise is more concentrated than that of col- 
those points. Indeed, the total shipments from the Hy | ay oe oe oe ete = gad mene ¢. 18 | lecting and forwarding Western farm products. The 
3e¢ ¢ J ints 6. India _ ae Ae Bo eee 4.01} y 

seaboard and New: England points to places on and . a oo kG > ~gepgaraoaet on oe | Six principal receivers received 53. 89 per cent. of all the 
west of the Mississippi (except at St. Louis), together | 8. Pittsburgh... 22/00/0222. 262 8. MU waukee baueas SEIN 2 4z | freight shipped from the seaboard to the West; the six 
with those to Wisconsin outside of Milwaukee, were | ,9) (ieveland:--. «----.-.-- 2.08) 8 Se ot a a 1.98 principal shippers shipped but 37.63 per cent. of the total 


only 178,942 tons in. 1880. 


The relative rank of the Western towns as receivers | but Buffalo, which is second in shipments, is seventh | 
of fraigat is often mach dif2rent from their rank as |in receipts, and no place but Chicago has the same 
shippera of freight to the Bast. _Thus the ten places 


Chicago stands first in both receipts and shipments, | rail shipments from the West to the East. The dif- 
| ference here is exaggerated, however, by the fact that 
there are large shipments by lake from several cities, 
but only small receipts by lake. 








relative rank as a receiver and shipper of trunk-line 
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Not the least value of statistics of this kind is the in- 
formation they give of the insignificance of the traffic 
of certain places, for which there is great competition. 
Two or three years ago a number of Western roads 
urged the trunk lines to join in a railroad war between 
tem and the Wabash over the traffic of the ‘‘Mis- 
s)uri River points.” To have done this would have 
resulted in reducing rates about one half on a traffic 
of 12,360,000 tons of freight a yearin a quarrel affect- 
ing 116,000 tons a year. The reduction on the other 
traffic would probably be as much in one week as the 
total trunk line earnings from Missouri River traffic 
ina whole year. Again, some three years ago, Mr. 
Gould and his associates were said to be bending all 
their energies towards securing a line of their own from 
Toledo to New York, in order to secure the immense 
profits of the Pacific traffic commanded by their (then) 
Union Pacific Railroad. The total California freight 
in 1880 reaching the trunk lines was 48,369 tons west 
and 22,845 tons east—about equal to the business of 
the single town of Evansville, Ind., to one quarter that 
of Cleveland, to less than one fifth that of Peoria, to 
one seventh that of Pittsburgh, and to one fifteenth 
that of Buffalo. The rail freight received by the trunk 
lines from Chicago every five days was more than that 
received from California in the whole year. Only one 
ton out of 459 of their receipts were from California, 
while one out of 384 of their shipments were to Cali- 
fornia. The traffic is certainly worth something, but 
it is comparatively a small business. 

Four grand divisions include nearly all the territory 
of this traffic. These and the percentages of their 
traftic in the two directions were : 

West-bound. 
West of Mississippi 13.90 
Illinois and Wisconsin................ - 


Indiana, oa and Michigan 
East of O 


28.16 


Western Canada and the country south of the Ohio 
River have the remainder. 

Itseems from this that the great source of traflic 
for the trunk lines is east of the Mississippi River, and 
that five of the states between Pennsylvania and the 
Mississippi had 693 per cent. of the east-bound and 60% 
of the west-bound freight. 

Many other interesting and important facts may be 
learned by examining the table and the diagrams, 
which seem to us of very great importance as indicat- 
ing the true relative importance of the Western traffic 
centres. 








FEBRUARY EARNINGS. 


Our table of railroad earnings in February has re- 
ports from no less than 68 railroads—the largest num- 
ber that ever reported. These worked 46,214 miles of 
road this year, or about 46 per cent. of the total in the 
United States, which was 5,297 miles, or 12.9 per cent., 
more than they worked in February last year. Their 
aggregate earnings were $22,586,660, or 23.1 per cent. 
more than last year, and their average earnings per 
mile increased from $448 to $489, or 9.2 per cent. Of 
the 68 roads reporting only 12 have a decrease in total 
earnings, and 14 a decrease in earnings per mile. Very 
large increases in earnings per mile are shown by sev- 
eral roads, as 64.7 on the Burlington, Cedar Rapids & 
Northern, 50.3 on the Chicago & Grand Trunk, 85 on 
the Chicago, Milwaukee & St. Paul, 85.8 on the Chi- 
cago, St. Paul, Minneapolis & Omaha, 65 on the Des 
Moines & Fort Dodge, 53.6 on the Detroit, Lansing & 
Northern, 91 on the Houston, East & West Texas, 90.6 
on the Iowa lines of the Illinois Central, 47.9 on the 
Kansas City. Fort Scott & Gulf, 72.4 on the Kansas 
City, Lawrence & Southern Kansas, 62.6 on the Mar- 
quette, Houghton & Ontonagon, 78.1 on the Mil- 
waukee, Lake Shore & Western, 86.5 on the Min- 
neapolis & St. Louis, 62.4 on the Northern Pacific, 
112.9 on the St. Paul, Minneapolis & Manitoba, and 
54.5 on the Wisconsin Central. The explanation of 
these enormous increases is the prevalence of snow 
blockades last winter, by which 13 of the 16 roads 
named above suffered greatly then. This is well 
shown by the comparison made last year with 1880, 
showing large decreases for most of these roads 
which have large increases this year. Thus the roads 
named below had earnings per mile in 1881 smaller 
than in 1880, and in 1882 larger than in 1881 by the 
amounts named : 

Tents More is 
188! than 1893 tban 
inl ip 1881. 
Paitiaxtes Cedar Rapids ‘ Tow thern 
ago, Milwaukee & St. 
ano & Ni Northwestern 
0, St. Paul, Missouri - oe. 


oe Moines & Fort Dod 
Minois Central ~ Tilino 


in Towa 
Milwaukee, Lake Shore & Western. 
Minneapolis & St. Louis 


Tt is here seen that in many cases the gain this year 
only about makes up for the loss last year, We must 





bear in mind this, in order to prevent an gre ganeered 
idea of the earnings this year. Our table (46 roads) 
last year showed a decrease of 10.1 per cent. in earn- 
ings per mile in 1881 compared with 1880, while the 52 
roads reporting for February the previous year showed 
an increase of 12.5 per cent. from 1879 to 1880. 

The roads that have a decrease in earnings this year 
are nearly all Southern, which were exceptionally 
prosperous a year ago, and are now suffering from the 
effects of the light crops; the Mobile & Ohio and the 
Southern lines west of the Mississippi make an espe- 
cially bad showing, the decreases in earnings per mile 
being 31.3 per cent. on the Texas & Pacific, 80.1 on the 
Mobile & Ohio, and 28.5 on the International & Great 
Northern. Both the roads connecting Texas with the 
North show large decreases. Of Southern lines further 
east the Louisville & Nashville shows a considerable 
increase, the Cincinnati, New Orleans & Texas Pacific 
(Cincinnati Southern) a very large increase (26 per 
cent.), the Alabama Great Southern and the Nashville, 
Chattanooga & St. Louis large decreases, the South 
Carolina and the Norfolk & Western trifling decreases, 
the little Petersburg Railroad a large increase, and 
the Chesapeake & Ohio a considerable increase. 

Few Eastern roads report, but the Pennsylvania and 
the Northern Central give us our best clew to the con- 
dition of trunk-line traffic, the Philadelphia & Read- 
ing reflects the anthracite coal traffic very well; the 
Eastern and the Now York & New England represent 
New England. 

To show how far the roads reporting represent the 
different parts of the country, we may add that 23,930 
miles—nearly half of the total reporting—were west 
of the Mississippi, where the total mileage in operation 
is but about 37,500 miles; 13,608 miles were in the 
states east of the Mississippi, north of the Ohio and 
west of Pennsylvania, where there are about 27.000 
miles of road; only 4,260 were in the states west: of 
Ohio and north of the Potomac—the most thickly peo- 
pled part of the country—where there are nearly 
22,000 miles of railroad; and 4,416 were south of the 
Potomac and the Ohio, east of the Mississippi, in-a 
district which has about 16,000 miles of road. We 
see by this that it is the trans-Mississippi roads that 
are best represented in the table: 64 per cent. of their 
mileage reported their earnings for February ; of the 
lines in the prosperous states north of the Ohio, about 
50 per cent. reported ; of the Southern lines east of the 
Mississippi, 274 per cent; and of the Eastern lines, 
including the roads with heaviest traftic and largest 
earnings ; >" mile, only 193 per cent. Generally, we 
may say, t. t the further east we go, the less complete 
are the repu.ts of railroad earnings. We may even 
divide our Eastern district, and then find that only 11} 
per cent. of the New England railroads report their 
earnings ; and only six per cent. of the New York 
roads ; while the New York roads that do report have 
so little connection with the system of the state as to 
have little or no significance as indications of the gen- 
eral course of traffic. 

The roads with the largest and smallest earnings per 
mile this year in February were: 

Largest: Smallest : 

Pennsylvania Houston, E. & W. Tex......$149 
Reading 08 | Cairo & st. Louis........... 3: 
Northern Central ~ ares & 8S. K.. 
Eastern. ‘toledo, Del. & B 

Iron Mountain Cen. Branch t'nion Fac... 
Chicago & Alton orthern Pacific. Sa 
Cin., ind.. St. L. & Chic... Ala. Great South 

Mi-souri Pacific. | Obio Central ‘ . 
Central Pacific 305 | | Texas & Pacific............ 
Ili. Cen., 583 | Peoria, Dec. & Ev 


(jn., Ham & Dayton...... 577 | Cleve., Akron & Co 
N.Y. & New England.... 540) Mil., 

The following table gives the earnings per mile in 
February of the several roads for six consecutive years, 
so far as they have been reported: 

February Earnings per Mile—1877 to 1882. 

1877. 1878. 1879. 1880. 1881. 

Ala. Gt. South. $177 |=$219 

Burl., C. R. & Nor S15 s $ 33: 221 

Cairo & St. Louis 54 % 2 ‘ 217 

Central Pacific ; 5 561 

Chicago & Alton 

Chicago & E. ll 

Chic., Mil. & St. P 

Chic. &N.W 


1882. 
$198 
364 
163 


595 > 


Cin., Ham. & og 
Cin., Ind., St. L. & Chi.. 
Cleve.. Akron. & Col.. 
Denver & R. G 

Des Moines & Ft. D 
Det., <anene & ‘ae 
Easte 


Hannibal & St. Jo 
Ill. Cen., jp tl 
Ill. Gen.; in Iowa 
Tnd., Blogm. ew 


1879. 


4 1880. 1881. 
1,026 


1,172 1 


559 
771 
716 
2 - 381 
210 
204 
475 
494 
406 


1882, 
1,298 


484 
456 


South Carolina 
Texas & Pacific.. 
Wabash, St. L. & P. 

The numbers of roads that had smaller earnings per 
mile in February this year than in previous years 
were : 

15 out of 46, 

17 out of 48, 

8 out of 39, 
7 out of 32, 
7 out of 31, 

This year, when 31 out of 46 roads had larger earnings 
than in February last year, makes a great contrast 
with last year, when only 17 out of 43 had larger 
earnings than in 1880. 

Of the 26 roads whose February earnings per mile 
are given for all six of the years, the following had 
larger ones this year than in any other: 

Burlington, Cedar Rapids & Northern. 

Central Pacific. 

Chicago & Alton. 

Chicago & Eastern Illinois. 

Cincinnati, Hamilton & Dayton. 

Cincinnati, Indianapolis, St. Louis & Chicago. 

Cleveland, Akron & Columbus. 

Illinois Central, in Illinois. 

Illinois Central, in Iowa. 

Northern Central. 

Pennsylvania. 


smaller than in 1881. 
smaller than in 1880. 
smaller than in 1879. 
smaller than in 1878. 
smaller than in 1877. 


There are eleven of these roads, and several of them 
are very important ones. 

On the other hand, the following had smaller earn- 
ings per mile last February than in the corresponding 
month of any of the five years previous ; 

- Mobile & Ohio. 

Nashville, Chattanooga & St. Louis. 

Belleville Line of Alton & Terre Haute. 

Texas & Pacific. 

Three of these four roads ure Southern lines, and 
the Texas & Pacific, whose decrease per mile is great. 
not only suffers like the other Texas roads from the 
light crops of last year, but it has an enormous ad- 
dition of mileage through an unpeopled country, over 
which as yet there is very little through traffic and 
substantially no local traftic. 

Notwithstanding the increase of expenses, which has 
been going on now for about three years (the general 
advance of 10 per cent. in employés’ wages took place 
March 1 or April 1, 1879, on a great many roads), the 
returns for last February as a whole must be looked 
upon as favorable. It is unfortunate, however, that 
there are not more reports of expenses. In times like 
these, we are likely to be greatly misled by bare 
statements of gross earnings. 

-For the months ending with February our table has 
reports from 62 railroads—a larger number than ever 
before. - These had 47,580 miles of road this year, or 
about 47 per cent. of the total in operation, which is 
5,312 miles, or 12.6 per cent., more than they worked 
last year. Their aggregate earnings were $48,656,713, 
which is 21.1 per cent. more than last year, and their 
earnings per mile of road increased from $950 to $1,028, 
or 7.7 per cent. Only ten of the 62 roads had smaller 
total earnings this year, and only 16 had smaller earn- 
ings per mile of road. There were some very large 
increases in earnings per mile, as 49 per cent. on the 
Burlington, Cedar Rapids & Northern, 54.8 on the 
Chicago, Milwaukee & St. Paul, 41.8 on the 
Chicago, St. Paul, Minneapolis & Omaha, 42.7 
on the Cincinnati, New Orleans & Texas Pacific, 
45.9 on the Des Moines & Fort Dodge, 46.1 on the De- 
g | troit, Lansing & Northern, 75.3 on the Houston, East 
& West Texas, 50.8 on the Iowa lines of the Illinois 
Central, 48.1 on the Kansas City, Lawrence & Southern 
Kansas, 68.7 on the Milwaukee, Lake Shore & Western. 
64.5 on the Minneapolis & St. Louis, 93.3 on the North- 
ern Pacific, 73.8 on the Ohio Central, 59.8 on the St. 
Paul, Miineapolis & Manitoba, and 50.6 on the Wis- 
consin Centra]. All but three of these 15 roads, how- 


39 |ever, were very badly blockaded with snow during 


these three months last year (as well ‘as some others 
that show smaller increases), and of the thre@ one was 
not fairly in operation last year. Of the whole increase 


55} of $8,485,796 by the 63 roads, not less than $8,721,071 


Nash., Ohat. & St. L . 
We Se & New Eng. 
Norfolk & West 
Northern Central 
Northern Pacific 
Pennsylvania. 


1,211 
Peoria, Dec. & Ev. te 


1,281 





was by 14 roads which suffered greatly by the snow last 
year. Their increase is not wholly due to the better 
weather, however, for among them are several which 
have added greatly to their mileage. The Southern 
roads, west of the Louisville & Nashville, generally 
have a decrease. Of the roads with a large trunk-line 
traffic (the receipts from which were probably hardly 
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half as great this year as last), the Grand Trunk and 
the Great Western show trifling decreases, the North- 
ern Central and the Pennsylvania a moderate increase. 
The largest decreases are 24.8 per cent. on the Denver 
& Rio Grande (which still has much heavier earnings 
than in any year previous to 1881), 183 per cent. on the 
International & Great Northern, 26 on the Texas & 
Pacific, and 30.7 on the Mobile & Ohio—Southern 
roads, it will be noticed. During these two 
months the shipments of grain from the North- 
western markets were the largest ever known in 
winter, and the receipts of these markets were also 
large. The heavy receipts must have added greatly to 
the earnings of the Northwestern roads, as they were 
carried at full rates; there could have been no profit 
whatever on the shipments, as they were carried nearly 
all the time at rates less than cost, but of course they 
contributed something to gross earnings. Since Feb- 
ruary the receipts and shipments have both been very 
light; but the Western roads have probably suffered most 
from this, as the lines east of Chicago have been get- 
ting about double their January rates on the shipments. 
But March was avery bad month for the Western 
roads last year. The earnings for trunk-line through 
freight in both directions must have been so far this 
year a small proportion of their total earnings; and 
they are likely to continue so for three months longer. 


LEGISLATION FOR THE PREVENTION OF AC: 
CIGENTS. 


The Railroad Commissioners of the state of Connec- 
ticut, in accordance with the instructions of the Gen- 
eral Assembly of that state, have made a report upon 
the *‘ whole subject of car-coupling.” Considering the 
fact that there are somewhere in the: neighborhood of 
2,000 patents on car-couplers, it will be seen that the 
instructions, if interpreted literally, would have im- 
posed a very serious task upon the Commissioners. If 
it was the intention of the legislators of Connecticut 
that the Commissioners should make a comprehensive 
or complete report on the subject of car-coupling. 
they were a little careless about the wording of their 
instructions. At any rate, the Commissioners have 
not undertaken such a task, which they properly say 
is ** illimitable.” 

They have, though, in accordance with their in- 
structions, made ‘*a report upon the whole subject,” 
but it can hardly be called a whole or complete report 
on it. If rome state legislature would authorize its 
railroad commissioners, or other competent persons, 
to make such an investigation, and provide for the 
expenses of doing it in a systematic and proper way, 
it would be an expenditure for one of the most humane 
objects for which an appropriation could be made. 
At present the whole subject is in a fog, from which 
only the shrieks of the wounded and groans of the 
dying can be heard with any distinctness. The Com- 
missioners say they began a public investigation ‘‘ con- 
tinuing two days,” which was ‘‘supplemented by 
further examinations and by personal inquiries of 
railroad men, in various positions, in different parts 
of the state.” With this investigation to guide them 
they have recommended ‘‘the enactment of a law 
requiring that all freight-cars hereafter bought or 
built by the corporations operating railroads in this 
state shall be equipped with automatic couplers.” 

It will hardly be necessary to say to the readers of 
the Railroad Gazette that it has not hesitated to use 
very plain language in the discussion of the subject of 
car-coupling ; that the terrible sacrifice of life and 
limb has been pointed out over and over again in these 
columns, and that the opinion has been expressed that 
a considerable part of it is preventible. Therefore, it 
can hardly be charged that we are indifferent to the 
lives and safety of trainmen if we are unable to agree 
wita some of the recommendations of the Connecticut 
Cowmissioners. 

It is quite true that any one who has given much 
attention to this subject finds some difficulty in re- 
straining his indignation, when he contemplates the 
useless and preventible sacrifice of life and the awful 
suffering daily inflicted on the poor fellows who must 
earn their bread in this dangerous occupation. In the 
investigation of this subject it is essential, though, 
that our sympathies should not be permitted to inter- 
fere with right reason or sound judgment. It is to 
be feared that neither the Connecticut Commissioner 
nor the Hartford Courant have done this. The re- 
mark of that paper that it ‘“‘can imagine oppo- 
sition to such a bill (compelling the use of automatic 
couplers) from just two sources—the railroads and 
the undertakers ”—would indicate a very proper use of 
the imagination, if it is quite certain that the use of 
automatic couplers is the'most effective way of dimin- 
ishing the number of accidents. But is that certain? 
If the testimony of men of experience is to be taken 

into account, many men are injured in uncoupling as 


well as in coupling cars. Therefore, to guard against 
the danger of the former, automatic uncouplers as 
well as automatic couplers should be used. Or, sup- 
posing we had a device by which cars could be 
coupled and uncoupled without requiring men to go 
between the cars, it would avert the special danger 
which attends both coupling and tneoupling, and it 
would therefore be safer than appliances which are 
automatic only in coupling—which is all the Com- 
missioners recommend—and not in uncoupling. If 
this view of the case is correct, it would seem that the 
Commissioners have recommended the compulsory 
adoption of a device which gives a less degree of 
security, thus preventing the use of one which would 
give more. If this inference is correct, there seems to 
be good reason why others besides ‘“‘railroads” and 
“undertakers” should not approve of the proposed 
law. The point which we want to make clear is, that 
it has not been proved that automatic action in car- 
couplers gives the greatest degree of safety to train- 
men; that there is much difference of opinion about it 
among the most experienced men and those most com- 
petent to form an intelligent opinion, and that an in- 
vestigation ‘‘continuing two days, supplemented by 
further examination and by personal inquiries of rail- 
road men™ is not sufficient to support a conclusion so 
sweeping as the one covered by the Commissioners’ 
recommendation. 

The latter is also open to the objection of indefinite- 
ness. The word *‘ automatic,” it is true, has an exact 
meaning, and in this connection what is meant by an 
** automatic coupling” is one which will couple of it- 
self without the co-operation of aman. But it is well 
known that no automatic coupler is absolutely sure. 
They all sometimes fail. It is true, that as they are 
exhibited by their inventors, and when everything is 
kept in good order, they work with a reasonable de- 
gree of certainty, but how would it be if a thousand or 
ten thousand cars were submitted fo the kind of care 
which the vicissitudes of universal interchange im- 
ply? Evidently there are degrees of automaticity. 
Now. how automatic must the couplers be? Will 
one failure in a hundred or one in ten be permitted ? 
Who shall be the judges whether a given device 
is sufficiently automatic or not?’ Shall it be the 
Railroad Comunissioners, who know comparatively 
little abowt the matter, or railroad officers, who 
ought to know much? In this case the end to be 
required of the railroad company is dependent upon 
the means to be employed. Whoshall determine what 
means are to be used, that is, whose automatic coupler 
shall be adopted ? Suppose such a law to be enacted 
and the railroad companies should say to the Commis- 
sioners, ‘‘ We want to comply with it, but do not 
know what automatic coupler to use, or whether the 
one we prefer will fulfill the required conditions,” 
would the Commissioners feel disposed to assume the 
responsibility of selecting from the hundreds or thou- 
sands of inventions the one best suited for the purpose? 
If they did, their lot would not be an enviable one. 

The fact is, the recommendation of the Commis- 
sioners is an interference with the administration of the 
railroads, and if this policy is once assumed by either 
a commission or a legislature, it is liable to get 
into no end of trouble. and is starting a voyage on a 
sea of uncertainty. 

The Commissioners say that ‘it is no part of this 
report to indicate a preference for any particular 
invention, and, indeed, before doing so, a more critical 
comparison ought in justice to be had than yet has 
been made, but we have had in mind certain require- 
ments which we regard as essential.” Now if these 
requirements are ‘* essential,” they should be embodied 
in the law, otherwise the latter will be ineffectual. If 
then the requirements enumerated by the Comimis- 
sioners were embodied with their recommendation, 
the law would read somewhat like this: ‘* All freight 
cars shall be equipped with automatic couplers, the 
draw-bars of which shall be of uniform height, and 
must not only couple automatically with one of its own 
kind, but it must admit of being coupled with the 
ordinary form of draw-bars, without subjecting the 
brakemen to any increased danger. It must be so 
simple as not to be liable to get out of order, and so 
strong as not be easily broken.” In addition thereto 
there should, for the sake of definiteness, be a clause 
saying that it should not fail to couple oftener than 
once in say forty times, with one of its own kind. 
An inspector of couplers would then be needed to 
determine whether those in use fulfilled the conditions 
of the law. 

We have no intention, though, of throwing ridicule 
on this very serious subject, further than is necessary 
to show the impracticability of such legislation. 

But it may be asked, what then should the Genera) 
Assembly and the Railroad Commissioners of Con- 





and suffering incurred in coupling cars, a great part 
of which the Railroad Gazette has stated repeatedly 
is preventible? The course to be pursued seems very 
plain. In the first place, for the present restrain the 
action of the Commissioners to the functions of investi- 
gation, inspection and reporting on railroad matters. 
With the special matter of car-coupling in view, let 
the Assembly pass a bill instructing the Railroad Com- 
missioners to investigate all accidents occurring fron: 
coupling cars which in their opinion are sufficiently 
serious to require such an inquiry, and to make a report 
on them oncea month, indicating the causes and suggest- 
ing what measures should be adopted by railroad com- 
panies to prevent similar accidents in the future. The 
act should provide too for the employment and payment 
of a reporter to take down the testimony, which should 
be put on file in the Commissioners’ office. It should 
also give authority for compelling the attendance of wit- 
nesses, for defraying the necessary expenses of the in- 
vestigations and for printing and issuing the reports 
promptly, and should compel railroad companies under 
proper penalties to report all accidents to the Commis- 
sioners within a reasonable time. 

If a law of this kind was enacted, and such investi- 
gations and reports were made of all serious accidents 


‘to railroad employés, no railroad company could long 


refuse to remedy defects which caused them. If one 
did, the legislature could then assert and exercise its 
authority, but until that is shown to be necessary, it 
would be best to imitate the wisdom of feline animals 
and not display the legislative claws until they need to 
be used. 


Qualifications of Railroad Commissioners. 





The New York railroad commission bill is still under 
discussion in the Legislature, where the struggle to secure 
the patronage involved in the four or five appointments is 
evidence that we cannot with any confidence expect any 
valuable service from a New York commission. It seems 
almcst certain that the offices, like most other state offices, 
will be used to pay party debts and to carry out political 
plans; and if so, the commission will never be of any use. 
[t may be said that it may be as useful as other state offices, 
also filled accordivg to partisan considerations; but this is 
not true. Nearly all the other state offices have well-estab- 
lished duties conneeted with them which must be performed 
in one way or another, and in some of which a very bad 
execution of the duties would be a matter of public know!- 
edge: while in the offices which reyuire the most technical 
knowledge, the judgeships, centuries of experience have 
established methods and standards, and a class including the 
ablest men in the community gain their livelihood by 
watching aud conducting the cases before the judges, while 
the latter must be selected from ranks of lawyers. Buta 
railroad commission must to a very great extent choose its 
own work and its own methods, having no established and 
generally recognized precedents; it has, as it were, to evolve 
a body of laws and a code of proceedings; it must do this 
while subject to no criticism from skilled experts, pointing 
eut mistakes or errors in principle as they occur, and will 
probably receive little criticism of any kind, and very little 
indeed which carries any authority with it. This is a very 
different work from performing sundry executive functions: 
and a vastly more difficult one: and it will not be done so as 
to have any value unless it is intrusted to men of ex- 
ceptional ability, judicial minds, and a knowledge of 
economical principles; while even such men, unless they also 
possess a special knowledge of railroad business, can do little 
more than make iuvestigations for the first year or two. 

The only recognition that any special knowledge is re- 
quired in a railroad commission is in an amendment adopted 
this week that one of the members of the board shall be ‘‘a 
civil engineer.” This, however, does not provide that he 
shall have had any railroad experience, or have any knowl- 
edge of railroads that would be practically useful in the 
office. The “civil engiveer” may have spent all his life in 
harbor works, on streets, sewers, water-works, and the like. 
He would then probably have a knowledge of the general 
principles of construction, which would be a good thing: 
but be would have no knowledge of special railroad struc- 
tures, machinery and workings, which he wouid need in in- 
vestigating railroad accidents; and even if he were a civil 
engineer on a railroad, he might have scarcely any know]l- 
edge of railroad operation, and railroud machinery, to 
faults in which many more accidents are due than to faults 
in permanent way, which latter is peculiarly the field of 
what is generally known as the ‘‘civil engineer” on the rail- 
road. But a railroad commission, unless it works differ- 
ently from those already established in the United States, 
will have occasion to apply the traffic manager’s knowledge 
ten times to once that it needs the civil engineer’s knowledge. 
It is a popular delusion that a knowledge of engineering in- 
cludes the principles of rate-making, freight classification. 
etc., with which engineering has little more to do than with 
the prices of any other goods. It is true thata man with the 
training and exact methods of an engineer is mure hkely to 
attain an understanding of the principles of traffic manage- 
ment or almost any other commercial business than a man 
without training of any kind; but he has to learn them like 
any one else, and bis expertness in surveying, or bridge con- 





struction or train management does not teach him. 
The English law establishing the British Railway Com- 


necticut and other states do to diminish the loss of life | mission (which is a court, and not like our commissions) 
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requires that one of them shall be ‘‘ of experience in railway 
business,” and the incumbent was formerly the Manager of 
an important English railroad. The different kinds of rail- 
road knowledge desirable in a railroad commissioner in one 
of our states are rarely found combined, except in engineers 
who have had several years experience as general superin- 
tendents or geveral managers, in which positions tbey are 
almost always forced to pay attention to traflic manage 
ment. Of course there are some railroad officers who study 
this business while not engag din it, but on the whole the 
number of those who hive an understanding of the whole 
field of railroad business—such men as Hugi Riddle, Albert 
Fink and Robert Harris—are uot easy to find, and we can 
hardly expect that the state of New York can secure such 
a one for its commission (if it decides to have oue). But 
it should have at least one member who bas some knowledge 
of the questions which will wost frequently come befvre it 
for consideration, and it will notsecure such a one simply 
by prescribing that he shall be “ a civil engineer.” 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Austin & Northwestern.—-Completed for thirty-five miles 
westward from Austin, Tex., an extension of 19 miles. 

Eradford, Eldred & Cubu.—Track laid from Ceres, N. Y., 
north to Bolivar, 7 miles. Gauge, 3 ft. 

Chicago, Buvlington & Quincy.—The Denver Extension 
is extended westward to the Platte River, Col., 5 miles. 

Chicago & Northwestern —The Lake City Branch 1s com- 
pleted by laying track from Stratford, Ia., west to Dayton, 
13 miles. 

Chicago, St. Paul, Minneapolis d& Omaha.—The Blue 
Earth City Brunch is extended from Blue Earth City, Minn., 
south to Elmore, 10 miles. 

Cincinnati, Van Wert & Michigan.—Extendei from 
Pleasant Point, O., north to Latty, 2 miles. 

Montgomery Southern.—Track laid from Montgomery, 
Ala., south to Snowdon, 10 miles. Gauge, 8 ft. 

New York, Chicago & St. Louis.—Extensions have been 
made east of Brocton, N. Y., 5 miles; east to Erie, Pa., 
19.96 miles; east to Vermillion, O., 12.44 miles, and east of 
Hummond, Ind., 23.26 miles, being 60.66 miles new track 
in all. 

New York, Lackawanna & Western.—Track laid from 
Pavilion Centre, N. Y., west 9 miles. 

Northern Pacific.—Extended from Little Rosebud, Mon- 
tana, west 2) miles. Also from Lake Pend d’Oreille east to 
Rock River, Idaho, 17 miles. 

Tennessee & Sequatchie Valley.—Completed from Spring 
City, Tenn., west to Grand View, 5 miles. 

This is a total of 178 miles of new railroad, making 1,358 
miles thus far this year, against 682 miles reported at the 
corresponding time in 1881, 887 miles in 1880, 317 miles 
in 1879, 242 miles in 1878 and 190 miles in 1877. 








CuicaGo SHIPMENTS EasTwarRD for the week ending 
March 25 were 21,335 tons, against 38,646 tons the previ- 
ous week, 45,758 tons in the corresponding week of last 
year, and 87,690 tons in the corresponding week of 1880. 
when they were the largest ever made ina single week. O! 
the shipments of the week this ye"r, 26.4 per cent. were by 
the Chicago & Grand Tiunk, 22.2 by the Micbigan Central, 
13.1 by tne Lake Shore, 24.3 by the Fort Wayne, 8 by the 
Pan-handle, and 6 by the Baltimore & Ohio. Again the 
Cbicago & Grand Trunk has the largest proportion of the 
shipments, due toits contrac's at reduced rates, which it 
was understood when negotiations were bad with it and ix 
agreed to maintain rates thereafter would not prevent an 
immediate restoration of rates. Its gaiu seeins to be cbiefly 
at the expense of the Lake Shore, though the otber lines a's: 
lose. The shipments are now very ligut, and must be under 
almost any imaginable circumstances. 

For the week ending April 2, the returns of the Chicago 
Board of Trade (a: published in the Chicago Tribune) show 
shipments billed directly from Chicago amounting to 25 837 
tons, against 25,891 the previous week, and 53,963 
tons in the corresponding week of last year. 
Shipments usually fall off just before navigation 
opens, and this year vessels loaded wi h grain cleared from 
Chicago April 1, while lest year May 3 was the date of the 
first opening. But year before last, when also the lakes 
opened April 1, the shipments in the last week of March 
were larger than last year even. 

Again the Grand Trunk is credited with a larger propor- 
tion of the shipments than any other road, and with nearly 
as much as the Michigan Central and the Lake Shore to- 
gether, the former showing a remarkable falling-off, taking 
only 5 per cent. of the provisions and 9 per cent. of the 
grain, while the Grand Trunk tock 3814 per cent. of the 
grain. Tae two Pennsylvania roads took 81 per cent. of 
the provisions, and nearly 255 per cent. of the grain and 
flour. The two Vanderbilt roads had 1114 per cent. of the 
provisions and 311, per cent. of the grain and flour. 

Of the shipments last week, 6,166 tons were flour (against 
16,585 last year), 15,254 tons were grain (against 30.625 
tons last year), and 4,421 tons were provisions (against 6,758 
last year). The sailing vessels compete only for the grain: 
the propellers running in connection with the trunk lines 
carry some flour and a little provisiors. But last year, out 
of a total of 562,763 tons of hog products shipped frem 
Chicago, only 8,293 tons went by lake ; and out of a total of 
4,499,743 barrels of flour shipped thence, only 159,415 bar- 
rels went by lake. As last year, however, was unusually 
unfavorable to the lake vessels, owing to the very low rail 
rates, we will do well to examine the movement in 1880, 

when the rail rates never went below 30 cents per 100 lbs. 





for grain and flour, and were h’gher than before during the 
seuson of navigation for several years. 

Ta 1880, then, out of 682,520 tons of hog products shipped 
from Chicago, 65,353 tons went by lake; and out of 
2,862,737 barrels of flour, 527,873 barrels went by lake. 
The total lake shipments of these staples in this year un- 
usually favorable to lake shipments were thus about 119.142 
tons—less than two weeks’ total rail shipment in January or 
February last, and amounting to 914 per cent. of the prc- 
visions and 1844 per cent. of the flour shipped in 1880. It 
thus appears that at rates hivher than are now charged by 
the railroads, no important part of the grain and provision 
traftic left the rail for the water route. The flour trade is 


now larger than in 1880; the provision trade smaller. 








LakE NAVIGATION opened April 1. At least on that day 
four or five vessels with cargoes of grain cleared Chicago 
for Buffalo, though it may not hive been possible then to 
get through the Straits. Tbree or four vessels had cleared 
earlier for the lower lakes, but they sailed without cargoes. 
Insurance cannot be had until April, and this keeps vessel 
back when the Straics are open. All the quotations for car- 
goes are at 214 cents for corn to Buffalo, and there seems to 
be no pressure of freight at this rate. Contractsthrough by 
lake and canal are said to have been made at 7 cents a 
bushel, which, allowing for the transfer at Buffalo, gives 
the canal boat but 4cents a bushel—an unheard of opening 
rate, and one which is very low at any time. Avnounce- 
ment is made that the canal will be opened April 11. which 
is extraordinarily early. If there were great accumulatious 
of freight at lake ports this early opening would be a great 
advantage to the vessel iuterest, making it possibls to make 
one-seventh more trips than usual; but as there is very little 
freight to carry, it will probably be a positive disadvantage, 
-harpening the competition for the freight whick a small 
part of the fleet conld readily carry. The irou ore and lum- 
ber freights are, however, likely to be large this season, and 
these occupy alarge number of vessels, though usually 
not the best ones. As the opening lake rate last year was 5 
cents a bushel, it is plain that the situation is now very dis- 
couraging to vessel-owners. The tiip by which a vessel 
earned $3,000 last year brings it but $1,350 this year, and 
there isno probab‘lity of an improvement for some months 
to come. 








Live Stock TRAFFIC was considered at a meeting at 
Mr. Fink’s office on Thursday of last week, when a contract 


was agreed upon for dividing this business and the closely ; 


related traffic in fresh meat. ‘The contract was like those 
for freight and passenger traffic, providing that an appor- 
tionment of the traffic among the several roads shall be 
made and how it shall be made, but not making it; but it 
was to date from April 10 and to run for five years. Notice 
was given that the live-stock rates, which have been 
irregular and generally 20 cents or less per 100 lbs. fora 
long time, would be advanced April 10 to 50 cents gross 
and 40 cents net from Caicago to New York, the net rate 
being made on shipments made as directed by tha joint 
agent of the associated roads, who is to see that the traffic is 
divided as agreed. The Grand Trunk was not represented 
at this meeting, and as it had not signed the contract last 
Wednesday, notice was given that tbe advance in rates 
would not take place on the 10th, as had been announced. 
The Grand Trunk is expected to sign the contract finally, 
and it has not made any objections to it; but it has not 
signed, and this in connection with its continuance in carry- 
ing at cut rates after signing the freight contract make the 
other railroads somewhat distrustful of it. According to its 
President’s speeches at the London half-yearly meetings, it 
his been most anxious that rates should be maintained, and 
will‘ng to do anything reasonable to secure that end. It 
has now an excellent opportunity to secure that desirable 
end; if it will] maintain rates they are pretty sure to Le 
maintained. 





General Qailroao Mews. 


MEETINGS AND ANNOUNCEMENTS, 


Meetings. 

Meetings will be held as follows: 

Luke Shore & Michiyan Southern, annual meeting, at the 
Cffice in Cleveland, O., Mav 3, at 10 a. m. 

Michigan Central, annual meeting, at the office in Detroit, 
Mich., Mav 4, at 10 a. m. 

New York, Susqu hinna & Western, 
Jersey City, N. "sf May 4, at noon. 

Railroad Conventions, 

The Association of American Railway Superintendents 
will hold its third meeting on Wednesday. April 19. begin- 
ning at 10 a. m., at the Railway Club Rooms, No. 46 Bond 
street, New York. 

The Railway Car Accountants’ Associ:tion will bold its 
annual meeting in Boston, beginuing on Tuesday, May 23, 
at10a.m. The Hotel Vendome bas been & lected as head- 
quarters for members. 

The Southern Time Convention will meet at the Railway 
Club Rooms, No 46 Bond street, New York, Wednesday, 
Avril 19, at 11 a. m. 

The General Time Convention will meet at the Kennard 
House in Cleveland, O., April 12, at 11 a. m. 

Dividends. 

Dividends have been declared as follows : 

Delaware, Lackawanna & Western, 2 per cent., quar- 
terly, payable April 20. Transfer books close April 5. 

Housatonic, 2 per cent., quarterly, on the preferred stock. 
payable Anril 15. 

Boston, Clinton, Fitchburg & New Bedford (leased to Old 
Colony), 3 per cent., semi-annual, on tbe preferred stock, 
pavable April 1. 

Sioux City d& Pacific, 34% per cent., semi-annual, on the 
preferred stock, payable April 5. 

Vermont & Massachusetts (leased to Fitchburg), 8 per 
cent., semi-annual; payable April 7, 








annual meeting, in 





Nashville, Chattanooga & St. Louis, 1 per cent., semi- 
annual, payable April 2J. Transfer books civse April 6. 


Western Trunk Lines Association. 

A dispatch from Chicago. April 5, says: ‘The annual 
—- of the Western Trunk Lines Passenger Association 
was held yesterday. It was decided to continue the Associa- 
tion for the reason that although the trouvles regardivg 
emigrant bus ness with the Eastern Trunk Lines had Leen 
sett.ed, yet there was considerable danger that in case tle 
Ass ciation was discontinued, the Eastern Trunk Lines 
might demand the restitution of the m« ney paid to the va- 
rious roads in the Assomiation during the past year for ar- 
reasrages. The Eastern lines woud aiso be likely to dis- 
crimiuate against the roads belonging to the Assoviation to 
punish them for the fight they have made. It was chirged 
that even now the Eastern Tiuuk Lines were practicit g 
more or less discrimination in the distribution of emigrant 
business aguinst the associated roads.” 








ELECTIONS AND APPOINTMENTS. 


American Steamship Cu.—At the annur 1 meeting in Phila- 
delphia, April 2, tne following were chosen: Presid nt, 
Henry D. Welch ; directors, John Price Wetberili. D. B. 
Cummins, N. Parker Shortridge, Suickland Kneass, Wil- 
iam D Winsor, G EB. Roberts, Henry C. Butcher, J. N. 
DuBarry, Joseph W. Lewis, Eimund Smith. 


Be’laire, Zanesville & Cincinnati.—Mr. Edwin Turner, 
of Zanesville, O., bas been appcinted Chief Enginecr. 


Boston, Hoosac Tunnel & Western.—The offices of this 
company have been removed from North Adams, Mass., to 
Mechanicsville, N.Y. The offices of the Pres.dent and Treas- 
urer continue in Boston. 


Buena Vista & Gunnison,—This company has elected L. 
P. Rogers President; E. Herrick Secretary and Treasurer; 
J. H. Acher, Superinterdeut of Construction. 


Central Underground, of New York.—The cfticers re- 
cently chosen are as follows; President, Gen. Cochrane ; 
Vice-President, Wm. E. Worthen; Secretary, Wm. Kent; 
Treasurer, Henry C. Stetsun ; Chief Engineer, John Schuy- 
ler. 


Chicago & Alton,—At the annual meeting in Chicago, 
April 3, the fellcwing directors were chosen tor three years: 
Lorenzo Black-tone, Norwich, C ma.; Joha Crerar, Chic igo; 
Jobn J. Mitenell, St. Lovis; forone year to fill vacancy, 
Morris K. Jesup, New York. All are re-elected. The 
board re-elected T. B. Blackstone President; Charles H. 
Foster, Secretary and Treasurer. 


Chicago & Alton Leased Lines,—At the annual meeting 
in Chicago, April 3, the following officers were chosen : 
Joliet & Chicago.—John Crerar, President. Mississippi 
kiver Bridge Co.—Jobn Crerar, President. st. Louis, Jack- 
sonviile d& Chicago.—President, George Straut ; directors, 
T. B. Blackstone, John Crerar, N. W. Greeo, Charles D. 
Hodges, Josiah Sawyer, L. E. Worcester ; Secretary, W. J. 
Bryson ; Treasurer, T. B. Blackstone. 


Chicago &: Eastern Illinois —Mr. D. R. Patterson has been 
appointed Purchasing Agent, with office in Chicago. 


Chicago, Freeport & St. Paul.—The officers of this com- 
pany are: Pres‘dent, Wm. O. Wright, Freepurt, Iil.; Vice- 
President, Join F. Smith, Freeport, Lil.; Secretary, W. H. 
Wilcoxon, Freeport, Iil.; Treasurer, W. P. Watsun, New 
York; General Manager, A. V. Richards; General Agent, 
H. J. Porter; Chief Engineer, E. Baldwin. 


Cincinnati, Hamilton & Dayton.—Mr. Thomas Sullivan 
nas been appointed Superintendent of the Dayton & Michi- 
gan Division in place of E, E. Dwight, resigned. 


Delaware & Hudson Canal Co.—Mr. C. 8. Pease has been 
appointed General Baggage Agent, with office iu Albany, 
N. Y. His jurisdiccion exteuds over all this company’s 
lines, 


Delaware, Lackawanna & Western.—The cffice of Pur- 
chasing Agent bas been divided. Mr. G. W. B. Cu: hing re- 
tvyins charge of the purchase of general supplies, and Mr, 
W.D. Hager will have charge of the purchase of lumber 
and cil as a separate department. 


Denrer & Rio Grande.—At the annual meeting in Colo- 
rado Springs, Col., April 4, the numberof directors wes in- 
creased to nine and the following were elec'ed: Willicm J. 
Palmer, William A. Bell, Charies T. Woerishoffer, D.C. 
Dodge. Lvman K. Bass, H. A. Risly, A. Engier, C, B. Lam- 
bors, J. W. Gilluly. 


Fayetteville _d& Winston.—Thbis company was recently 
organ zed at High Point, N. C., by the election of the follow- 
ing directors: W.S.B:ll, A. M. Farnum, James M. Gere, 
A. J. Phelps, Marvin Porter. The board elected A J. Phelps 
President ; James M. Gere, Secretary and Treasurer ; 
Marvin Porter, Chief Engineer ; W. 8. Bill, Attorney. 


Ft, Madison & Northwestern.—Mr. Charles Harley has 
been appointed Chief Engineer in place cf Charles A, Gil- 
christ, resigned. 


Great Western, of Canada.—Mr. Charles St'ff, late Su- 
rintendent. has been promoted to the position of Assistant 
fanager. Mr. John Burton succeeds Mr. Stiff as Superin- 

tendent: he was recently Assistant Manager of the Detroit, 
Giand Haven & Milwaukee. 


Green Bay. Winona & St. Paul.—Mr. W. R. Hancock has 
been appointed Assistant Treasurer. 


Henderson Bridge Co.—Mr. F. W. Vaughan, late Con- 
sulting Engineer, is appointed Chief Engineer in place of 
Mr, F. de Funiak, who resigns on account of the pressure of 
otber duties. 


IVinois Central.—Mr. Charles K. Dixon has been ap- 
pointed Train-Master of the Wuaterloo-Ft. Dodge Sxction 
of the Iowa Division, with office at Ft. Dodge, Iowa. 


Illinois Midland.—Tbe United States Circuit Court has 
appointed D. H. Conklin Receiver in place of L. Genis, 
removed. Mr. Corklin was recently conrected with tle 
Chicago, Pekin & Southwestern, and is a railroad offiver of 
€xperience. 


Indiana, Bloomington & Western.—Mr. H. C. Sprague 
has been appointed Superintendent of Telegraph. 


International & Great Northern.—This company has re- 
elected the o d officers as follows: Jay Gould, President; R. 
S. Hays, First Vice-President; T. W. Pearsall, Second Vice- 
President; D. S. H. Smith, Secretary and Treasurer; H. B. 
Wilson, Assistant Secretary and Treasurer; H. M. Hoxie, 
General Manager. 


lowa Railroad Commission.—The Governor of Iowa has 
appointed Hon. James F. Wilson Railroad Commissioner iu 
place of M. C. Woodruff, whose term has expired Mr. 
Wilson isa farmer and a promivent man in Iowa politics ; 
he has served in the Iowa Legislature and in Congress, 
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Junction (Philadelphia),—At the annual meeting in Phil- 
adelphia, April 3, the following were chosen : ident, 
Isaac Hinck‘ey ; directors, Franklin B. Gowen, Henry M. 
Phillips, George B. Roberts, Samuel M. Tilton. 


Mexican Central.—At the annual meeting in Boston, 
April 3, the following directors were chosen: Sebastian 
Caimicho, Ruioloh Fink, Ramon G. Guzman, Mexico; F. L. 
Ames, Isaac T. Burr, B. P. Cheney, Thomas Dana, A. B. 
Lawrie, Frank Morison, Albert W. Nickerson, Theodore 
Nickerson, Thomas Nickerson, Charles J. Paine, Royal M. 
ow Wm. Rotch, Robert R. Seymour, Levi C. Wade, 

oston. 


Michigan Central.—Mr. Ashley Pond is appointed the 
General Solici'or of this company, in charge of its legal 
business, vice Mr. G. V. N. Lothrop, resi The office of 
the General Solicitor will be at Detroit, Mich. 

Mr. Wm. H. Fellows bas been appointed Division Master 
Mechanic, with office iu Detroit, Mich. He was formerly 
Foreman of the Aurora roundhouse on the Chicago, Bur- 
lington & Quincy. 


Missouri Pacifie.—Mr. W. H. Knighb: has been appointed 
General Northwestern Agent, with office in Chicago. 


New River.—At a meeting held in Richmond, Va.. March 
28, the following were elected: President, F. J. Kimball: 
directors. George F. Tyler, Thomas Graham, William G. 
MacDowell, Henry Fink. W. C. DeArmond, C. Wood. The 
company is controlled by the Norfolk & Western. 


Northern Pacific.—The following circular from General 
Manager Haupt announces officially a change we have al- 
ready noted; it is dated St. Paul, Minn., April 1: 

* Mr. George W. Cushing has been appointed Superin- 
tendent of Motive Power. Machinery and Rolling Stock on 
the Northern Pacific Railroad. 

**He will have the general charge of all the machinery 
and rolling stock of the company on the Eastern divisions, 
including branches, extensions and leased lines, and all di- 
vision master mechanics and shop foremen will be subject 
to his directions, and will make such reports to bim as he 
may prescribe, 

‘*He will have the supervision of tha records of the Ma- 
chinery Department, aud the custoey of all property con- 
nected therewith. No change will be made iu the relations 
of the Car Accountant, who wil continue as heretofore 
under the direction of the Superintendent of Transporta- 
tion. 

‘* The duties of the Superintendent of Motive Power, Ma- 
chinery and Rolling Stock will be as prescribed in the pian 
of the organizuion, adopted Jan. 1, 1882, with such modi- 
fications as may be made from time to time, of which notice 
will be given by circular. 

**Mr. Cushing wiil enter upon his duties from and after 
this dite; headquarters at St. Paul.” 


Northeastern (South Caro’ina).—Mr. Graham Davies has 
been appointed Trace and Claim Agent. 


Oregon Railway & Navigation Co.—Mr. John Muir, here- 
tofore General Freight and Passenger Agent, has been 
appointed Superintendent of Traffic. Messrs. Goodall, Per- 
kins & Co., of San Francisco, have been appointed Super- 
intendeuts of the Oceun Division. 


Panama.—At tbe annual meeting in New York, April 3, 
the following cirectors were chosen: Trenor W. Park. 
Chirles G. Fvancklyn, J. G. MeCulluugh, D. O. Mills, Jos- 
eph Ogden. Wm. B. Dinsmore, Thomas Maddock, George 
Garr, R. W. Thompson, Jesse Seligman, E. P. Fabbri, J. 
W. Ellis, Theo. J. De Sabla. 


Pennsylrania.—The new board has re-elected George B 
Roberts. President: A. J. Cassatt, First Vice-President; 
E lmund Smit», Second Vice-President; John C. Sims, Jr, 
Secretory; John D. Taylor, Treasurer; Strickland Kneass, 
John P. Green, Joseph N. DuBarry, Assistants to the Pres.- 


ent. 

The following officers (oll 1:appointmen‘ts) were nomi- 
nited by the Presidenc for the eusuing year, avd confirmed 
by the board: General Manager, Frank ‘thomson; General 
Superintendent Pennsylvania Railroad Division, Charles E 
Pugh; General Superintendent United Railroads of New 
Jers-y Division, F. Wolcott Jackson; General Superin 
teudent Philadelph'a & Erie Divi-ion, Robert Neilson; Chief 
Engineer, W. H. Brown; Consulting Engineer, W. Hasell 
Wilson; General Freight Agent, J. McC. Creighvon; Gen- 
era! Passenger Agent, James R. Wood: As-istant General 
Passenger Ayent, George W. Boyd; Assistant Secretary, 
D. S. Newhall: Assistant Treasurer, Wm. H. Fraley; Cash. 
ier, B. F. Crawford: Comptroller, R. W. Downing; Assist- 
ant Comptroler, Mux Riebenack; Purchasing Agent, 
E 1ocbh Lewis; Assistant Purchasing Agent, Thomas D. Sar- 
gent; General Solicitor, John Scott: Assistant General So- 
— James A. Logan; Chief Conveyancer, George W. I. 

all. 

Mr. Robert E. Pettit is to be Superintendent of the New 
York Division, in place of Mr. J imes McCrea, premoted to 
be General Manager of the Pittsburgh, Cincinnati & St. 
Louis. 


Pennsylvania Compeny.—Mr. Wm. A. Baldwin, now 
Manager, is appointed General Manager of this company’s 
lines, in plwe of D. W. Caldwell, resigned. ‘The appoint- 
ment will take effect Mav 1. It is understood that the oftice 
of Manager will not be filled. 


Pittsburgh, Cincinnati & St. Louis.—Mr. James McCrea 
is appointed General Manager from May 1, 1n place of D. 
W. Cal iwell, resigned. Mr. McCrea is now Superintendent 
of the New York Division of the Pennsylvania Ruilroad. 


Portage d& Cuba.—The directors of this new company are 
as follows: R. G. Taylor, Grover Cleveland, E. W. Ways, 
G. J. Sicard, Howard H. Baker, A. D. Bissell, J. W. Bridge- 
man, W.S. Bissell, J. A. Read, Buffalo; N. S. Beardslee, 
Wolcott J. Hump*rey, William Bristol, Warsaw, N. Y., J. 
V. D. Loomis, Attica, N. Y. 


Raleigh & Gaston.—Mr. F, W. Clark has been appointed 
General Freight and Passenger Agent, and Thomas Badger 
Assistant General Freight and Passenger Agent. 


Richmond & Pvtersburg.—Major E. D. T. Myers having de- 
clined the position of Superintendent, Mr. J R. Kenly bas 
been appointed Acting Superintendent. Mr. Kenly is from 
Baltimore, and is a civil engineer. He will have charge of 
the rebuilding of the bridge over the James River. 


St. Louis, Alton & Terre Haute.—Mr. J. L. Hinckley has 
been appointed Superintendent of the road operated by this 
company, from St. Louis to Duquoin and Eldorado, with 
office in Belleville, Ill. 


St. Paul & Duluth.—The position of General Freight and 
Passenger Agent nas been offercd to Mr. W. H. Dixon, now 
Commissioner of the Western Trunk Lines Association. He 


has not yet accepted. 


South Carolinc.—In Charleston, April 5, Frederick 
Hardy, T. Bailey Myers and Percy R. Pvne, of New York, 
were chosen directors, in place of E. E. Chase, J. H. Fisher 
and H. C. Hardy. 
President, in place of J. H. Fisher. 


South Pacific Coast.—Mr. R. M. Garrett is now General 
Freight and Passenger Agent, and George H. Wagguner is 
Secretary and Purchasing Agent. Offices in San Francisco 


Staten Island.—At the annual meeting. April 4, the fol- 
lowing directors were chosen: Joseph Britton, Charles A. 
Canavello, Wm. King, B. Kriescher, G. F. Kriescber, James 
McNamee, Nathaniel Marsh, J. W. Mersereau, Loui: M 
Myer, George P. Ockershausen, Jacob H. Vanderbilt, Jacob 
H. Vanderbilc. Jr., J. J. Winant. The board re-elected Ja- 
cob H. Vanderbilt President. 


Youghiogheny.—The officers are: President, F, A. Dingee. 
Philadelphia; Superintendent, Wm. Wilson, Irwins, Pa.; 
Secretary and Treasurer, S. F. Billmyer, Philadelphia. 











PERSONAL. 
_-—Mr. Charles A. Gilchris: has resigned his position as 
Chief Engineer of the Ft. Madison & Northwestern road. 


—Mr. H. T. La Bar, General Treight Agent of the Chicago, 
Saginaw & Canada, has resigned to accept a position on the 
Indiana, Bloomiagton & Western road. 


—Mr. Jacob L. Van Schoonhoven, an old citizen ard 
banker of Troy, N. Y., died in that city April 3, aged 75 
vears. He was formerly a director of the Rensselaer & 
Saratoga Company. 


-—Mr. O. E, Farnsworth, bridge builder and contractor 
on the Om-ha Extension of the Missouri Pamfic, whose 
death was reported by a local paper, denies the charge, and 
says that he has noteven been sick. 


—Mr. C. H. Parker, fermerly Engineer of the National 
Bridge & Iron Co. of Beston, at the time when that concern 
had many important contracts, has been appointed Engineer 
of the Ft. Pitt Bridge Works in Pittsburgh. 


—Mr. D, W. Caldwell, Gener] Manager of the Pennsv!- 
venia Company, bas finally tendered his resignation, to take 
effect May 1 next. It is understood that he will have 
charge of the New York, Chicago & St. Louis road, either 
as President or General Mauager. 


—Itis reported that Mr. James McCrea, now Superin- 
tendent of the New York Division of the Pennsylvania Rail- 
read, will succeed Mr. D. Y7. Caldwell in the management 
of the Pittsburch, Cincinnati & St. Louis road. It is also 
reported that Mr. Charles Watts will succeed Mr. McCrea on 
the New York Division. 


—Mr. G. M. Serpell, Master of Road of the Pittsburgh 
Division of the Beltimore & Ohio road has resigned bis posi- 
tion, and will rrobably go into private business, Mr. Ser- 
pell came to this road from the Louisville & Nashville in 
1867, and has been connected with it ever since. For nearly 
a year past he has been Master of Transportation also. 


—Mr. Moses Taylor, well known asa director and large 
owner of the Delaware, Lackawanna & Western and other 
comnanies, has given $250,000 in New York, Lackawanna 
& Western bonds to be applied to the support of a hospital 
in Scranton, Pa., for the benefit of railroad employé:, min- 
ers and others. A part of the money will b2 used to erect a 
suitable buildi»g, the balance to be an endowment for the 
support of the hospital. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Three months a ae 31: 
1882. 








2 1881. Inc. or Dec. P. c. 
©., St. P., M. & O $1,048,355 $662,028 I. $330,327 57.0 
Denvir & R.G.... 1.439,956 1,023.649 I. 416,307 40.6 
Long Island....... 377,8°3 334,509 I. 3.324 12.9 
Louisv. & Nash... 2,998,322 2,563,784 I. 434,533 16.9 
Mil.. L. Sh. & W.. 206,514 103,404 I. 193110 99.7 
Mobile & Ohio ... 472,238 672,029 D. 199,791 29.7 
Northern Pacific. 892,390 358.195 I. 534,605 149.4 
S. P., Min. & Man. 1,541,948 664,398 I. 677,570 102.0 
St. L. & San Fran. 776,394 657,628 I. 23.766 138.9 
Union Pacific. ... 5,947,733 4,399,339 I. 1,558,384 35.5 
Tw months ending Feb 2%; 
Norfolk & West’n. $318.231 $318,550 D. £3'9 0.1 
Net earnings.... 120,076 104,572 I. 15.5 14.8 
Northern Central. $20,419 768,814 I 52,105 6.8 
Net earnings .. 214,419 275,013 D. 004 22.0 
Mouth of February: 
N. Y.. Penn. & O $404,524 $398,238 IL. $6,256 1.6 
Month of March: 
C.,8t.P.,M.& O. $385,687 $251,649 I. $154,038 66.4 
Denver & R. G.... 535,055 398,493 I. 136,562 34.5 
Long Island. ..... 146,265 129,992 I. 16,975 12.6 
Louisv. & Nash... 1,055,745 941,701 L 114,044 12.1 
Mil., LL Sh. & W.. .268 33, I. 41,272 121.4 
Mu ile & Ohio.... 152,651 230,916 D. 73.265 33.9 
Northern Pacific.. 384,000 162,984 LL 221,016 1356 
8. P., Min. & Man.. 523,130 259,630 I. 275,500 109.9 
St. L. & San Fran. 274,956 261,959 L 12,997 4.9 
Union Pacific..... 2,226,832 1,674,860 I. 551,972 33.0 
Third week in March : 
Bur., C. &No.. 7,755 $35,837 1. $11,918 66.1 
Chi. & —lton ..... 136,062 125.020 I. 11,042 8.8 
Chi. & East‘n II. . 32,916 30,631 I, 2,255 7.5 
Chi. & Gd. Trank. 49.465 31.360 I 18,105 57.6 
Great Western ... 93.610 110,786 D. 17,176 135.5 


Grain Movement. 


For the week ending March 25, receipts and shipments of 
grain of all kiuds at the eighs r-porting Northwestern mar- 
kets, and receipts at the seven Atlantic ports, buve been, in 
bushels, for the past six years: 





Nerthwestern Northwestern Atlan’‘ic 

revel shipments, receipts 

1,182,741 1,423 452 

339, 2,525 517 4, 149.897 

’ %2.890,223 4.383,816 

912,22 4, Liz 19k 5,850,568 

906, 2.046.187 f.372,157 

PEEP ess.” 204,654 1,422 23 1,303,314 


The receipts of the Northwestern markets were 700,000 
bushels (24 per cent.) less than in the corresponding week of 
last year, and 2,700,000 bushels (55 per cent.) less than in 
1889, and were the smajlest since 1877. They were, how- 
ever, 236,000 more than the week before, and the largest 
for five weeks. The shipments of these markets v. ere 624,- 
0VO bushels (301¢ per cent.) less than in the corresponding 
week of last year, 2,750,000 busbels (66 per cent.) less than 
in 1880, and the smallest since 1877. They were also 812,- 
000 bushels (36 per ccnt.) less than the week befor», and 
were smaller than in any previous week of this year, and 
smaller than in any week of 1881. Of these shipments 24,- 
998 bushels. or 2.5 per cent., went down the Mississippi. 
These river shipments are the smallest since January. The 
Atiantic receipts of the week were less than a quarter of 
those of the corresponding we k last year, and with the ex- 
ccption of the previcus week, were vot oniy than in any 
corresvondi»g week in a record that goes back to 1873. but 





are smaller than in any other week since June, 1873, with 
three excep:ions—one in Januxry, 1877; one in February, 


The board elzcted Henry P. Talmadge | 1875, and one in December, 1874. 


Of the Northwestern receipts Chicago bad 25.5 per cent., 








Peoria 20.9, Milwaukee 13 4, Toledo 4 5. D>troit 3.5. Cleve- 
land 2.7, and Duluth 0.7 per cent, The gain over the 
previous week was chiefly at Chicago and Peoria, the lat- 
ter’s receipis being the largest for six weeks. 

Of the Atlantic receipts New York had 429 per cent., 
Boston 22.5, Baltimore 10.4. Philadelphia 10.1. New Or- 
leans 9.8, Portland 2.5, and Montreal 1.8 per cent. Though 
the total receipts were remarkably small, the receipts at 
Boston were the largest for five weeks. 

Of the 1.298.270 bushels cf grain exported from Atlantic 
ports in this werk 64.2 went from N w York, 21.4 from 
Baltimore, 8,3 from Boston, 3.8 from Portland, and 2.3 per 
cent. from New Orleans. 

For the week ending March 29 the total exnorts were 
1,434,153 bushels of grain and 99.211 barrels of flour, 
against 4.316 444 bushels of grain and 129,789 brrels of 
flour in the corresponding week of last year. For the eight 
weeks ending March 29 the exnorts of flour and grain for 
three successive years have been: 





1982, 1881. 1830. 

Whewe, BES... .sisccse 722,129 936,421 416.012 

MUU 0-3 nccancee 8.994508 24,882513 28,024.330 
Flour and grain, bu..12,244,088 29,006,407. —-:20,806,303 


Thus tbis year the exports for the eivht weeks were 58 per 
cent. less that last vear, and 59 per cent, less than in 1880. 

For tbe weck ending April 1 receipts and shipments at 
Chicago and Milwaukee were: 





-—-—-Receipts.-——. -——S1ipments.——. 

18:2. i881. 1882, 1881. 

Ne ce 744.213 1,378,023 776.987 1,974,862 
Milwaukee.......2.22 307,070 "303/580 128,538 "126/783 
is, SS ed 1,051,283 1,683.603 904,925 1,401,645 


The receipts of the two places are 374 per cent. and their 
sbipments 3514 per cent. less than last year. 

For this week, ending April 1, receipts of four Eastern 
ports were: 


Bushels. New York. Boston, Phila. Balt. Total. 
US82........ 445,202 166.705 141428 177,26 940,461 
are 1,977,686 3€9,075 508,20 1,183177 3,678,148 
P. c. of total: 
1882 . 47.4 17.7 16.0 18.9 100 0 
49.7 9.3 12.8 £8.23 100.0 





Philadelphia and Baltimore together have 34.9 per cent- 
of the whole this year, against 41 lest year, but their pro- 
portion this year is the largest for several months. The 
tot l receipts of the four ports are the smallest for maty 
years, and hardly equal to one-half their average weekly 
consumption, 

Baltimore receipts in Merch were as follows, flour in bar- 
rels and grain in bushels, flour being reduced to wheat ia 
the totals: 


1882. 1881. Decrease. P.c. 
Re Sok ae 137,835  146,::87 8.552 AD 
ee 207,208 1,890,692 1.613.486 88.6 
DR RMRCASS. S55: ob 5c 274.057 3,187,400 2913203 914 
Other Grade... ..ccesccvee 71,983 85,103 14,120 16.4 
Total grain....... .... 553,226 5,094,195 4,540,969 €9 1 
Total, flour reduced to 7” 
WHERE. .<.kc, 3.05 1.242.401 5,826,120 4,783,729 78.7 


Exports from Baltimore in March were 42,927 barrels 
and 6,600 sacks fluur, 794,788 bushels wheat and 150,485 
bushels corn. 

Coal Movement. 


Coal tonnages for the week ending March 25 are 
reported as follows : 


1882. 1881. Inc. or Dee. P.c. 
Anthracite........... 403,111 365,616 I. 37,495 10.2 
semi-bituminous.... 80,473 100,717 D. 19.744 19.7 
Bitu.ninous, Penna.. 65,702 54.444 1 11.258 10.7 
Coke, Penna... . .. 63.318 50,432 I, 12286 256 


Cumberland production is at a stand, on account of the 
miners’ strik2. Neither the companies nor the men show 
any indications of giving way. 

The anthracite companies have agreed to stop production 
for six days this menth on April 6, 7, 8, 27, 28 and 20, It 
is + that this wi.l be enough to avoid flocding the 
market, 

‘The miners in the Pitts»urzh Region have resolved to re- 
sist the proposed reduction of wages from 4 cents to 414 
cents per bush 1. and a stoppage of production is very pru-b- 
ab'e. Tbe movement only affects the railroad mines, and 


not those which ship their production by river. 

The coal tonnage of the Pennsylva: i» Ratiroad for the 
week ending March 25 was: Coal, 163.595; coke, 63,318 ; 
tote]. 226.913 tons. The total tonnage of coal and coke this 
year to March 25 was 2,517,464 tons, 

March Rvceipts at Chicago and Milwankee. 

Receipts at Chicago ani Milwaukee in March were as 
follows: 

Chicaco: 1879. 1880. 1°81. 182, 
Grain, bush...... 6,193,143 8.56 °.312 407,705 3,611,042 
Flour, bbls. ..... 318,190 263.315 5 7,004 44,44 
Hugs, No ........ 370,564 514,717 324,457 390,087 

Milwaukee: 

Grein, bush......1,237,473 1,076.100 741.207 1.229,585 
Fiour, bbis....... 215 268 180,955 2:28.162 ¥26,452% 
eee 16,495 28,707 18.440 .7,407 


Taking flour and grain together, the Milwaukee receipts 
have been lirger this year than in any of the oth-r three, 
but the Chicago receipts are muchsmaller. Reducing fiour 
to grain the receipts of the two places, in bushels, in Febru- 
ary (28 days) and March (31 days) bave been : 


1879. 1880 1881. 1882, 
February .......8.555,022 7.5 67,491 7,859,527 9.619.557 
March. ....- «+. 9 834,277 11,630,627 98,402,159 = 7,323,763 


Whi'e the receipts in February were larger this year than 
ever before, in March tis year they were 8 per cent. less 
than last year, when snow blockades were as bad as in any 
winter mouth, and were 34 per cent. less than in 1880 (when 
they were extraordinary, however), and 2114 per cent. le<s 
than in 1879. This year receipts were ut the rate of 404,149 
bushels per working day in February, and 286,065 bushels 
in March—a reduction vf nearly 30 per cent 

The course of receints from week tu week is shown below, 
in which the six-niuths of the receipts for the last ten davs 
of March for six days have been given as the receipts of the 
last week of March, all the other weeks having six working 
days: 


Week to 1879, 1880, 1881. 1882. 
Feb. 7.....+- 2,260).594 1.512.269 2,264,795 3.2: 7.441 
" 14........ 24223,210 2,164,330 1,979,901 2.670.266 
me . « Ce 2.076.013 1,809,716 1.284.922 2.2 7.555 
i 2,051,185 = 2.25), 1,574,205 
2,324,411 1,147.8°6 1.7°6 03 
2.514.610 1.2 2.53) 1.774941 
2.922.677 2,836,025 1,875,695 
5 2,002,844 2,577,953 2,:.4,472 1,576,193 


It appears tt us that the receipts of the last week of March 
were smaller than in any of the previ us eight this year 
except the last week of February, and smaller than in any 
March or February week for four years except three weeks 
last year when the snow blockades were worst, and the first 
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week of Feoruary in 1880. The advance in rail rates from 
Chicago should not have affected the receipts of those places 
as navigation was about to open and lake rates were the 
lowest ever known at the opening. But the roads have been 
horrible, on account of much rain, in many parts of the 
West, and this has prevented the farmers from marketing 
grain if they wished to. 

But no other explanation of the light receipts is needed 
than that furnished by the Department of Agriculture, 
which,from data collected in 400 counties in Ohio, Indiana, 
Illinois, Iowa, Missouri, Kansas and Nebraska—the corn ex- 
porting states—reports that at that date the farmers had on 
hand but 175,000,000 bushels of corn this year, against 
888,000,000 last year, and 36,000,000 bushels of wheat, 
against 64,000,000 last year. This shortage of 213,000,000 
bushels of corn is one-half more than the total seaboard re- 
ceipts have been in any year, and indicates that the farmers 
have substantially none to spare. 


Ticket Commissions. 


Mr. W. H. Dixon has issued the following circular : | 

At a meeting called to consider the question of ticket com- 
mission reform, beld at No. 46 Bond street, New York, 
March 22, 1882, the following preamble and resolutions 
were adopted : 

‘** Whereas, In the opinion ef this meeting it is deemed in- 
‘expedient to attempt at present further elaboration of plans 
‘for securing reform in the matter of paying commissions on 
ticket sales; and, 

‘* Whereas, Discussions and conferences heretofore had 
have demonstrated the existence of a sincere appreciation on 
‘the part of leading lines of railway of the necessity of sup- 
pressing this growing evil ; therefore, 

** Resolved, That its further consideration be assigned to 
a committee which shall consist of nine leading general pas- 
senger agents, who shall beand are hereby requested to pre- 
pare a plan or plans for further action, which plan or plans 
shall, through the Chairman, be submitted to managers of 
passenger traffic with request for co-operation and sugges- 
tion. 

** Resolved, That said committee be requested, at such 
times and place as they deem expedient, to issue, through 
the Chairman, a call for a general meeting to further con- 
sider the commission question.” . 

Joint Executive Committee Circulars. 

Commissioner Fisk has issued a circular calling for revised 
lists of contracts for freight, in accordance with the follow- 
ing resolutions of the Joint Executive Committee: 

‘** Resolved, That a revised list of contracts be sent to the 
Commissioner by each of the general freight agents of the 

initial roads over which said contracts were made; said list 
not to embrace any contracts that were not already reported, 
omitting only such as have expired by limitation or have 
been abrogated. 

‘* Resolved, That commencing with March 13, 1882, all 
drawback vouchers that may become necessary in order to 
carry out the existing approved contracts shall be submitted 
to the Chairman for approval before they are paid. AjJl 
— shall be billed at full tariff rates from and after that 

ate.” 

Another circular contains a copy of the following resolu- 
tion of the Joint Executive Committee: 

‘* When traffic originates upon roads which are not repre- 
sented on the committee, the connecting roads over which 
the traffic passes represented on the committee shall be held 
responsible for the maintenance of rates, and sball under no 
circumstances charge less than the full proportions of the 
through rate, and ali roads represented on this committee 
shall refuse to receive any traffic upon which the agreed 
rates established by this committee are not maintained, and 
joes notice to that effect shall be given to all connecting 
roads.’ 


Live Stock Rates. 

From April 10 the rates on live stock from Chicago to 
New York are to be 45 cents per 100 ibs. [t has been agreed 
to divide this business on the same basis as other east-bound 
freights. A later notice is that the new rates will not take 
effect April 10, the date being postponed until further 
arrangements are made. 


A Minnesota Pool. 


The St. Paul Pioneer-Press says: ‘“‘At a meeting held last 
week in New York, an arrangement was effected for pooling 
the business of the two roads (Northern Pacific and the St. 
Paul, Minneapolis & Manitoba) between St. Paul and Min- 
neapolis or Duluth and Glyndon, Fargo ani Moorhead. 
Some of the details are not yet agreed upon, but will be rat- 
ified at St. Paul probably this week. The gross tonnage 
of both roads between the points named will be pooled, the 
earnings from such tonnage will thus be divided by fired 
percentages. These percentages will be based upon exhibits 
of the actual business originating at or destined to the dif- 
ferent pooling points, he arrangement stipulates that 
rates shall be maintained by both companies as nearly as 
may be found practicable to effect a physical as well as a 
monetary division of the business, and to effect this plan, 
and at the same time make easier an interchange of trattic, 
it is agreed to supply new switches and side-tracks between 
the main lines at the pooling points. The passenger business 
between Lake Superior and Fargo and Moorhead was wholly 
assigned to the Northern Pacific, as the St. Pau!, Minneapo- 
lis & Manitoba does not compete for passenger traflic to 
these points.” 


Emigration to the Northwest. 


Mr. J. D. Brown, Assistant General Passenger Agent of 
the Chicago, Milwaukee & St. Paul at St. Paul, was in the 
city yesterday. Mr. Brown states that the emigration to 
the Northwest was simply immense. Nothing like it has 
ever been known. During the last week, he says, there were 
often from 1,000 to 1,500 emigrants at the Union Depot at 
St. Paul waiting for ee ape North, and not a soli- 
tary coach in the depot. The roads leading to St. Paul are 
all taxed to their utmost capacity. Special trains of empty 
cars are taken from Winnipeg and all points in the North- 
west at extra fast time to Chicago to take away the large 
number of emigrants daily arriving here. 

The Rock Island received 300 emigrants from the Michi- 
gan Central and Grank Trunk 
the Northwest via the Albert 
of emigrants will be received by the Rock Island from the 
Grand Trunk at Blue Island this morning. These people all 
come from Canada, and intend to settle in Manitoba. Forty 


car-loads of emigrant movables belonging to these people 
will also he transferred to the Rock Island from the Grand 


Trunk.—Chicago Tribune, April 1. 
Rates to Northern Pacific Points. 


The Chicago, Milwaukee & St. Paul and the Northern 
Pacific companies bave issued a joint tariff, uader which the 
Paul 
or Minnesota Transfer, when for Bismarck or Mandan, will 


rates between Chicago, Milwaukee or Racine and St 
be as follows : 

First class, 60 cents per 100 pounds; second, 45; third, 
85; fourth, 25; class A, 25: class B, 20; class G, 1 
D k en for Glendive, Miles City, and 


| road Company, the Georgia Supreme Court lately held as 


allof whom were taken to 
Lea route. Twenty car-loads 


734; class 
' Montaua, 
Idaho, or Yellow Stone points, or on the Missouri above 


Bismarck, the rateson merchandise will be 5 cents mcre 
per 100 pounds than those above, and on carload lots will be 
the same. 

From St. Paul to Northern Pacific points the rates are as 
follows per 100 Ibs., in cents : 


ist, 2d,3d Grain, flour Wagons, tools, 


and 4th class. andlime. furniture, etc. 
ee COMET CPE CO. 50 70 
BERS Gicecs siagnes ences 85 50 75 
CR ccsvedtetes as apes 120 80 100 
RI oc ncrnevdurencsers 130 90 sll 


Rates on immigrant movables per car-load are: Bismarck, 
$110; Mandan, $115; Glendive, $140; Miles City, $151. 





RAILROAD LAW. 
Putting off a Passenger. 
In Nix, administrator, against the South Carolina Rail- 





follows : 

If a passenger be ejected from a railroad train for failure 
to pay his fare, and after the train is in motion he tenders 
it, the conductor is not bound to stop the train to receive his 
fare and take him on board; if the tender were made while 
the train was standing still, the conductor was bound to re- 
ceive the fare and admit the passenger. 

Though a passenger on a railroad train may have failed to 
pay his fare when demanded, yet if before being ejected he 
tendered it, it was the duty of the conductor to receive it 
and not eject the passenger. 

If the conductor of a train ejected a passenger so that he 
wasrun over and disabled by such train, and another train 
of the same road passing shortly afterwards extingushed 
what life was left, a right of action arose, whether the ac- 
tual death was caused by the first or second train. 


Interest on Damages. 


In McCauley against the Western & Atlantic Co., the 
Georgia Supreme Court has just decided as follows: In 
fiximg the amount of damages under a suit for destroying 
property, interest is not recoverable eo nomine, but the jury 
may cousider the length of time damages have been with- 
held, the character of the tort, the conduct of the defendant, 
and all the circumstances of the transaction, and may, in 
their discretion, increase the amonnt of the damages allowed 
accordingly. 

Liability for Crossings. 

In Cox against the East Tennessee, Virginia & Georgia 
Co., the Georgia Supreme Court holds as follows: 

Railroad companies are required to keep in proper repair 
public roads or private ways established by law where they 
cross the railroad, and to build suitable bridges, or make 
proper excavations or embankments. But they are not re- 
quired to build bridges for crossings which are neither 
publi: nor private ways established by law; nor are they 
responsible for damages resulting from the construction of a 
bridge narrower than the road at such a crossing. 


Locomotive Building. 

The Brooks Locomotive Works at Dunkirk, N. Y., are at 
work on orders for the New York, Chicago & St. Louis, the 
Chicago & Atlantic and the Denver, South Park & Pacific 
roads. About 1,000 men are now employed. A new boiler 
house was lately finished and a new office building has just 
been completed. A new Corliss engine of 200 horse-power 
has lately been erected, replacing a smaller engine. The 
shops are now lighted at night with the electric light. 

The Seaboard & Roancke shops at Portsmouth, Va.. are 
building a new freight engine for the road. It has 16 by 24- 
iv. cylinders and 54-in. drivers. 

The Rogers Locomotive Works at Paterson, N. J., have 
lately completed eight 16 hy 24-in. cylinder American en- 
gines and two 17 by 24-in. cylinder Mogul engines for the 
Savannab, Florida & Western road; four 15 by 24-in. cy- 
linder engives for the Charleston & Savannah, and a num- 
ber of engines for the Louisvilie & Nashville. 

The Wilmington & Weldon shops at Wilmington, N. C., 
are building a new freight engine with 1514 by 24-in. cylin- 
ders. 

The Pittsburgh Locomotive Works have lately completed 
five passenger and five freight engines for the New Orleans 
Pacific road. 

The molders in the Paterson locomotive shops have de- 
manded au increase of pay of 20 per cent. In the Danforth 
Works a compromise was made, the managers giving some 
of the men, an increase according to their ability and length 
of service. In the Rogers and Grant Works the increase 
was refused, and the men struck. Both shops have castings 
on hand enough to Jast for some time, as is usually their 
custom, and they will not be embarrassed by the strike, for 
severai weeks at least. 

Tne Danforth Locomotive Works are building two engines 
for the Lehigh & Hudson River road. 

The Baldwin Locomotive Works in Philadelphia continue 
busy, though not pressed with ordeis as they have been for 
some time past. Still, there is work for a considerable time 
on hand, and more will probably be forthcoming before it is 
needed. 

T. W. Goodwin & Co., in Norfolk, Va., are building seven 
engines for the Des Moines, Osceola & Northern road. 

Car Notes 

The Swissvale Car Co., limited, is the name of the corpo- 
ration which has taken the old car works at Swissvale, near 
Pittsburgh. The officers are: Frank Rahm, Chairman ; 
C. H. Taylor, Calvin Wells, J. H. Hopkins, M. K. Moor- 
head, Charles Donnelly, A. O. Tinstman, Managers; J. W. 
Watt, Secretary ; C. H. Taylor, Treasurer. A good deal of 
new machinery has been putin the works, and they are 
now in full rupning order. The new company has a con- 
tract to build and repair all the cars of the Woodruff Sleep- 
ing Car Co., and will also build freight cars of all kinds, 
especially coal and coke cars. When fully at work they 
will be able to turn out six freight cars a day. 

The Indianapolis Car Works in Indianapolis, Ind., now 
employ 592 men and are: turning out 12 freight cars and 
108 car-wheels a day. The shops have turned out 1,195 
cars since they were first opened last July, and have orders 
on hand for a large number. 

The Jones Car Manufacturing Co. has completed an en- 
largement of its works in Schenectady, N. Y., and now em- 
ploys 400 men. The shops are building a full equipment for 
the new Saratoga & Mt. McGregor road; several sleeping 
cars for the Wagner Co., and a number of street cars. 

The Gilbert & Bush Co. in Troy, N. Y., recently delivered 
six ‘aed cars to the Savannah, Florida & Western 
road. 

The Mobile & Obio shops in Whistler, Aia., recently 
turned out a very bandsome passenger car for the road. 

The South Carolina Railroad shops in Charleston, 8. C., 
are building a first-class passenger car for the road. 

Brown, Bonnell & Co at Youngstown, Pa., have started 
their new shop, which is fitted with machinery for the man- 





J. G. Brill & Coin Philadelphia are building a number of 
passenger cars to go to Mexico. 

The Georgia Car Works at Cartersville, Ga., are turning 
out 25 freight cars a week on contracts with the East Ten- 
a Virginia & Georgia and the Louisville & Nashville 
roads, 

At Allegheny, Pa., March 29, a test was made of one of 
the United States Car Co.’s screw lever dump cars, under 
charge of the General Agent, Mr. F. T. Pullen. There were 
present Manager Baldwin of the Pennsylvania Company, 
Messrs. H. C. Frick, Stewart, Oliver, Mackintosh and others, 
The test was very satisfactory, a car loaded with 18 tons of 
coal being emptied in 30 seconds, 

The Gilbert Car Works in Buffalo, N. Y., have taken a 
contract to build 200 construction cars for the Jersey Shore, 
Pine Creek & Buffalo road. 


Iron and Manufacturing Notes. 


Keystone Furnace, at Chain Dam, Pa., has been sold to 
the Thomas Iron Co., of Hukendauqua, Pa. The price paid 
has not been made public, 

The steel rail mill of the Washburn Iron Co. at Worcester, 
Mass., is now in full operation. 

Hussey, Blinns & Co., in Pittsburgh, have very large orders 
for shovels, ete., especially for their railroad shovels and 
locomotive scoops. 

The Etna Iron Works, in Pittsburgh, are filling an order 
for 4-in. iron tubes to go to England. 

Laufthan & Co. have let contracts for a new sheet-iron 
mill to be added to their Apollo Lron Works in Pittsburgh. 
Colebrook Furnace, near Lebanon, Pa., is making 80 tons 
of iron a day, with anthracite coal as fuel. 


The Rail Market 


Large orders fcr steel rails are on the market to be placed 
shortly and there is much inquiry, but few actual sales are 
eo Quotations are $54 to 357 per ton at mill. 
ron rails are quiet at from $47 per ton at mill for heavy 

sections up to $51 for light rails. Some large orders are re- 
por'ed on the market. 

Spikes are lower and are quoted at $2.90 to $3.10 per 100 
Ibs. Fish-plates und track-bolts unchanged. 

Steel blooms have been offered in Philadelphia at $42 per 
ton. duty paid, but no sales are reported. 

Old iron rails are dull and nominal at $29 to $29.50 per 
ton in Philadelphia. 


Mogul Passenger Locomotives. 


Mr. F. M. Wilder. Superintendent of Motive Power and 
Machioery of the New York, Lake Erie & Western Rail- 
road, has recert!y completed two Mogul engines to be 
used for passenger service. They have 5-ft. driving wheels, 
20 by 24-in. cvlinders: fire-box, 10 ft. by 33 in., for anthracite 
coal; boiler 52-in. diameter with 168 2-in. tubes, The total 
wheel-base is 22 ft.; rigid wheel-buse, 15 ft. The total 
weight of engine is 92,000 lbs., with 79,000 lbs. on the 
driving wheels. The tender bas a capacity of 32,000 gal- 
lons of water and 6 tons of coal. The tender has paper 
wheels, the journals being 4 by 8 in. 

The engines are now. used to run the Atlantic and the 
Pacific express. The latter leaves Jersey City at 7:20 p. 
m., and the former arrives at 7:10 a. m. ‘Lhe engines, it 
is sai*, take 16 cars at an average speed of 31 miles per 
hour. The cars average about 60,000 lbs. in weight, the 
total weight of cars being 960,000 Ibs. The run is from 
Jersey City to Port Jervis, a distance of 88 miles. The 
maximum grade is 60 ft. per mile for 4 miles. There is 
one grade of 40 ft. per mile for 13 miles. 

Six-coupled engines have been used before for passenger 
service on the heavy grades of the Baltimore & Ohio and 
on the Pennsylvania roads, but so far as we know these are 
the first engines of this kind which have been built for ordi- 
nary passenger service where there are no exceptionally 
heavy grades. 

Train Robberies. 


A dispatch from Little Rock, Ark., April 1, says: 
‘Another and interesting chapter has been added to 
the story of the robbery of the train on the Iron Moun- 
tain Railroad south of this place in September last, 
by a confession recently made by Archie Horn, one 
of the trio of boy desperadoes, who was proven guilty of 
the crime and sentenced to seventy years in the Hate 
Prison. The robber Phil Delany died soon after sentence was 
pronounced and the prison dvors closed upon bim. Horn 
and Monroe are still living, having been buoyed up by the 
hope of a pardon. At the time of their capture considera- 
ble money was fourd on them, it being a portion of the pro- 
ceeds of the raid on the train. A large amount was also 
buried in divers places, some of which was subsequently 
found. Horn, however, confesses that a large amount of the 
money is still undiscovered, asserting that he and his com- 
panions concealed a large sum directly after plundering the 
train and passengers, and that he marked the spot so as to 
be able to find it easily at any future time. He claims the 
money is buried ata certain point not far from Ultima 
Thule, Ark., and yesterday Col. Williams, Warden of the 
State Prison, and a guard started with Horn for the spot in 
question. The party left the train at Wasbington and pro- 
ceeded on their destination in a back at a late hour to-night. 
Nothing has been heard from them. The outcome of the 
singular expedition is awaited with considerable curiosity, 
many believing that the hidden treasure isa myth, having 
no foundation except in Horn’s imagination.” 

Opening the Window. 

Maybe a man feels happy, and proud, and flattered, and 
envied and blessed among men when he sees a pretty girl 
trying to raise a winduw on a railway car, and he jumps up 
and gets in ahead of the other boys, and says: ‘* Allow me?” 
ob, so courteously. And she says: ‘‘On, if you please, I 
would be so glad,” and the other male passengers turn green 
with envy, and he leans over the back of the seat and 
tackles the window in a knowing way with one hand, if 
peradventure he may toss it airily with a simple turn of tbe 
wrist; but it kind of holds on, and he takes hold with both 
hands, but it sort of doesn’t jet go to any alarming extent, 
and then be pounds it with his fist, but it only seems to 
settle a ‘“‘leetle” closer into place, and then he comes 
around, and she gets out of the seat to give him a fair 
chance, and he grapples the window and bows up his back, 
and tugs, and pulls, and sweats, and grunts, and strains, 
and his hat falls off, and his suspender buttons fetch loose, 
and his vest-buckle parts, aud his face gets red, and his feet 
slip, and people laugh, and irreverent young men in remote 
seats grunt and groan every time he lifts, aud cry out: 
“Now, then, all together!” as if in mockery, and he busts 
his collar at the forward button; and the pretty young 
lady, vexed at having been made so conspicuous, says, in 
her iciest manner: ‘‘ Ob, never mind; thank you! It doesn’t 
make any difference,” and then calmly goes away and sits 
down in another seat; and that wearied man gathers him- 
self together, and reads a book upside down—oh, doesn’t he 
feel good, just!—Burlington Hawkeye. 


The Missouri Train Robbery. 


A dispatch from Kansas City, Mo., March 27, says: ‘“‘Johnu 
Land, one of the men engaged in the robbery of the Chi- 





ufacture of coupling links and pins for cars. 





cago & Alton train at Blue Cut, made a confession to the 
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graud jury at Independence to-day. He said that the first 
intimation he had of the intended robbery was on the morn- 
ing of Sept. 7, the day upon which the deed was committed. 
Breed Champlin and John Bugler went to him when he was 
digging a well and broached the subject of robbery. He at 
first declined to join them. ‘They insisted he should, and 
held out a prospect of gaining money. He went to Gleu- 
dale, where he was introduced to a man said to be Jesse 
James, who told bim of the plan to rob the train that night. 
He then agreed to joinin the attempt. The entire party 
collected near Biue Cut. There were 13 of the men ; of 
these, five belonged tc. the old gang, and the rest were boys 
from the neighborhood. Two of them left early 
in the game, and joined the old gang, who lett 
that night immediately after the robbery. Land says that 
all those now under arrest and all the greenborns concerned 
in the affair were merely stool pigeons. The members of 
tne old gang entered the express car and went through the 
train. The country boys kept up a noise outside and did 
nothing more. After the robbery the party went into the 
woods near by, when the leaders, who had all the booty, 
said : ‘ Boys, we have not time to divide, they are too hot 
after us, and we did not get the money we expected to any 
way; but we will all meet on the right fork of the Blue next 
Wednesday night’ [just one week from the night of the rob- 
bery], ‘and we wit! divide then.’ Saying this the five 
mounted their horses and rode away with the booty in their 
possession, while Land and his companions went home no 
richer than when they started out. Before the nigbt arrived 
which bad been set for the divide, most of them were 
safely jailed and the others were fleeing the country. 
Land declares his belief that the robbery was a put up job, 
deliberately planned by James and his gang for the double 
purpose of securing plunder and getcing the country boys 
into trouble in order to divert the attention of the authorities 
from their own operations. He seemed to be in great dread 
of Jess2 James aud his pals, and always referred to them as 
‘the old gang,’ saying with a nod anda wink, ‘You know 
who I mean.’ Land is a beardless boy of 19 vears of age. 
His family is eminently respectable, and he always bore a 
good reputation until this affair. Land was remanded to 
jail until to-morrow, when the tiial of Chapman and Bugler 
will begin. Land’s case came first, and the prosecuting at- 
torney asked it to be put at the foot of the docket, which 
shows that Land is to be used as a witness, The next cases 
called were those of Bugler and Chapman. They answered 
that they were ready for trial and the jurors were sworn. 
The court adjourned until to-morrow morning, when 
Bulger’s trial will be proceeded with.” 


Electric Lighting of Railroad Cars. 


It is interesting to know that Charles E. Buell of this 
city has recently been awarded letters patent for devices 
for so controlling electrical storage as to overcome the diffi- 
culties encouutered by the electrical engineers of Europe, 
and make the lighting of not only railway trains, but iso- 
lated residences and thickly-settled communities by stored 
electricity not only practicable, but very desirable, his 
patents obtained, and to be obtained, securing to him every 
part of an electric lighting system. He thinks a dynamo-elec- 
trical machine of two horse-power amply sufficient for] ghting 
the longest railway train by stored energy, and that such ma- 
chines can be supplied for less than $200 each. Heis having an 
improved furm of dynamo machine built at the factory of 
James Buell & Son, Woburn, Mass., which he thinks will 
produce a current equa! to that produced by 600 cells of the 
Grove battery, when — by a two-horse power 
motor. His system for railway trains requires no attend- 
ance or skill in connecting, in turning on, or off, and re- 
quires no replenishing of material consumed. It has been 
demonstrated that the incandescent lamp will last very 
much longer at a bigher luminosity when used with cur- 
rents from stored electricity, as compared with currents di- 
rect from the dynamo macbine. The light emitted from 
the lamp being due to vibratory motion of the particles of 
the exceedingly frail filament of carbon aud the jerky mo- 
tion of the | sa et ed engine results sooner or later in rup- 
ture of the filament.—New Haven (Conn.) Palladium, March 
28. 


Precautions Against Loss and Damage by Fire. 


General Superintendent Jeffery, of the Illinois Central 
Railroad has issued the following circular to officers and em- 
ployés of his road: 

** All oflicers and employés must take every possible pre- 
caution to guard against and prevent loss and damage by 
fire to the property of thiscompany. At the repair shops 
the employés must be well organized and regularly drilled 
in the use of all the uppliances for extinguishing fires. 
Chimneys, stove pipes, smoke-jacks and similar dangerous 
parts of buildings must be kept in thorough order. Engi- 
neers must know that the stacks and ash-paus of their 
engines are in good condition, so that fires will not be 
started upon or adjacent to the right of way. Trainmen 
must exercise care in keeping up fires on passenger trains 
and in caboose cars and promptly report defects in heating 
apparatus. Agents must know that stoves, pipes, chim- 
neys, etc., in their buildings are in safe condition and 
promptly report necessary repairs. They must also see that 
the station ground near buildiugs and cars is clear of com- 
bustible material. Section foremen and men must keep a 
sharp lookout and promptly extinguish fires on right of way. 
Taey must use good judgment mn burning grass and wrecks, 
so that fences and veighboring property will not be in- 
jured. Constant vigilance is necessary on the part of all.” 


Winter Railroading in Manitoba. 


A dispatch from Winnipeg, dated March 25, says: 
‘* Another blizzard is raging. A dispatch from Reaburn 
says a train is snowed in with 150 passengers, who have 
had only one meal to-day. Their provisions are all gone, 
and the fuel has given out. The railway company sent all 
the provisions it could get at the Portage, but the relief 
train was also blockaded within two mi'es of Reaburn. | 
Men have gone after provisions from Reaburn, but at five 
o’clock had not returned, and as the wind was blowing furi- | 
ously, they were not expected to-night, There is plenty of 
wood two miles east of Reaburn ; but the men sent after 
fuel had not returned either. A train loaded with supplies | 
is here waiting, but is unable to go out. There are no 
houses at Reaburn, and only one farm house in the vicinity, 
and as the provisions in the section-house are eaten up, the 
passengers must go hungry till some time to-morrow. No 
traia from the South has reached here since yesterday, and 
yesterday’s train going south only reached St. Vincent at 
= boundary this afternoon. Trains are ail canceled to- 
ay.” 


Length of English Railroad Tunnels. 


A correspondent of The Engineer gives the following list | 
of the longest tunnels in that country: ‘‘ The Woodhead, 
Manchester, Sheffield & Lincoinshire, 5,296 yards; Stan- 
edge, London & Northwestern, 5,280 yards ; Medway 
Southeastern, 8,640 yards; Sevenoaks, Southeastern, 3,606 
yards; Box, Great Westeiu, 3,227 yards; Summit, Lanca- 
shire & Yorkshire, 2,869 yards; Sapperton, Great Western, 
2,800 yards; Poh-hill, Southeastern, 2,750 yards; Kilsby, 
London & Northwestern, 2,423 yards, In the case of the 





| does about every second vear. 
| carried through. 


two first on the list, I know the lengths given are approxi- 
mately correct from personal observation, ard as those given 
for the Box and Kilsby correspond closely with your figures. 

I have no doubt that this list is a reliable one; in the case 0 

the Stanedge, moreover, there is a canal tunnel runs through 
~ _— of the railway tunnel of about the same 
length.” 

The Kilsby tunnel is said to have cost £120 5s. ($585.40) 
per yardruv. The Honiton tunnel, on the London & South- 
western Railway, is 1.850 yards in length, in red marl and 
green sand. and cost £50 ($243) per yard. The Lydgate 
tunnel on the London & Northwestern Railway is 1,332 
yardsin length, chiefly in the coal measures, and cost £3 
($146) per yard. The Guildford tunnel is 965 yards in 
length. 


An American Locomotive in England. 


It was announced some months ago that Mr. Eames, the 
inventor of the vacuum brake which bears bis name, had 
bought the locomotive with a single pair of large driving 
wheels, built about two years ago at the Baldwin Locomo- 
tive Works and illustrated in the Railroad Gazette of May 
7 and June 11, 1880. In Jron it is stated that this engine 
‘was tried at Manchester on March 15, being started from 
the Victoria railway station in connection with the Lan- 
eashire & Yorkshire train to Leeds. The engine, which is 
on the American system, was made at Philadelphia for the 
Eames Vacuum Brake Company. Mr. Eames, we under- 
stand, has permission from several English railways to run 
one of his engines on their lines, and this one has been made 
especially and brought over to this country. It was put 
tugether at the works of the Lancashire & Yorkshire Rail- 
way at Newton Heath, and made its first trip on an English 
railway. It is much larger than the English locomotive. 
The engine and tender are nearly as long again as an En- 
giish locomotive and tender. The tender will carry 4,000 
gallons of water and ten tonsof coal. Tlis would enable the 
train to make a journey from London to Edinburgh without 
stopping to take in water. The width also gives a greater 
surface to the fire-box, which is 7 ft. wide and more than 8 
ft. long. A greater heat is thus generated in the steel boiler 
and the result is a greater sustained speed. It is rot claimed 
that the engine will exceed in speed the English locomotives, 
but it will, it is said, keep up a high rate of speed for amuch 
longer period.” 


A Remarkable Accident. 


A very remarkable accident occurred on the Richmond & 
Danville Railroad, near New’s Ferry, yesterday morning. 
Pat. Dacey, engineer on a freight train, suffered a stroke of 
paralysis as his train was epproaching New’s Ferry station. 
The fireman was outside of the cab at the time and did not 
observe that the engineer was paralyzed until he noticed 
that he failed to blow his whistles on approaching the sta- 
tion. He then went tohim and found him sitting down, 
| paralyzed and unconscious. The fireman in great alarm 
closed the throttle and jumped off the locomotive, receiving 
some slight injuries about the breast. The engine rushed at 
its own will without guidance and presently ran into the 
rear of another freight going toward Danville. The col- 
lision threw several cars from the track, duing considerable 
damage. Engineer Dacey was taken to his home in Dan- 
ville, uninjured by the collision. His condition, however, 


is critical.—Greensboro (N. C.) Patriot, March 22. 
Sykes’ Signals. 


We learn that the patents for this system of signals, 
which is very highly recommended in England, have been 
bought by the Union Switch & Signal Company, and that 
the manufacture of the Sykes signals has been incorporated 
with the business of that company. 


A Long Walk. 


The New York, Pennsylvania & Ohio Railroad Company 
has a track walker in its«mploy at Randolph, N. Y., who 
has been on duty for 18 years, and who in all that time has 
never once missed bis daily rounds of 12 miles per day. He 
outranks the pedestrians, having compassed a grand total of 
78,888 miles.—Port Jervis Gazette. 





OLD AND NEW ROADS. 





Austin & Northwestern.—The track on this road is 
now laid for 35 miles from Austin, Tex. A third engine 
and a passenger car for the road have been received. The 
first section of 20 miles has been inspected and approved by 
the State Inspector. 


Austin & Southeastern.—This company has been or- 
ganized to build a narrow-gauge road from Austin, Texas, 
east by south through Bastrop to La Grange, about 60 
miles. Tbe town of Bastrop has voted to give the company 
right of way for about 15 miles, depot grounds and 16,000 
in money. 


Bellaire, Zanesville & Cincinnati.—This company 
has voted to execute a mortgage and issue bonds to the 
amount of $1,200,000 for the purpose of extending the road 
from Woodsfield, O., westward. <A new survey of the line 
has been ordered. 


Boston, Hoosac Tunnel & Western.—A dispatch 
from Albany, N. Y., April 5, says: “‘ The Attorney-General 
rendered his decision to-night in the case of the people of 
the state against the Boston, Hoosac Tunnel & Western 
Railroad Company and others. The cause of the action, 
the Attorney-General says, is that the company claims to be 
a consolidated company, while it bas never Jawfully per- 
fected the consolidation claimed, and was exercising powers 
and privileges which it had no right to do under the laws of 
the state. The application, therefore, for a discontinuance 
of the proceedings is denied. The place of trial is changed 
at the request of counsel for the company from Onondaga 
County to Chenango County.” 


Bradford, Eldred & Cuba.—This company has com- 
pleted its own track from Ceres, N. Y., northward to Boli- 
var, seven miles, where its trains have heretofore used the 
tee Central track. The work has been done in about 
two weeks. 


Chicago & Alton.—It is reported that this company 
will extend its Western Division from Washington, il, to 
Peoria, about 12 miles. This has been reported several 
times before. 





Camden & Cape May.—The old project for a new line | P 


from Camden, N. J., to Cape May bas come up again, as it 
It is not very likely to be 


Chicago, Burlington & Quincy.—The track on the 
Denver Extension is now laid for five miles beyond the late 
terminus, ‘reaching the Platte River about 80 miles from 
Denver. Work on the grading of the gap is now well ad- 
——. and the company hopes to run trains to Denver by 

y. 


Chicago, Freeport & St. Paul.—The Chicago, Free- 
port & Northwestern and the Chicago, Freeport & St. Paul 


companies have been consolidated under this name. The 

company has no road built or begun. _Its projected line is 

— Chicago by Freeport, Ill., and Cadiz, Wis.; to St. 
aul. 


Chicago, Milwaukee & St. Pau!.—This compan 
has acquired possession of the Hastings & Stillwater road. 
transferred to it in payment for advances made; the Illi- 
nois & Wisconsin (Rockford to Rockton), leased perpetu- 
ally; the Janesville, Rockford & Beloit, transferred in pay- 
ment of advances, and the lowa Eastern (Beulah to Elka- 
der), purchased. The Iowa Eastern was lately secured by 
purchase of the stoch; the other transfers merely formal, 
the companies having been organized tu build short branches 
of this road, and having been always owned by this com- 
pany. 


Chicago & Northwestern.—freparations are being 
made to change this company’s line from Galena, IIL, to 
Montfort, Wis., and its branches from 3 ft. to standard 
gauge. 

The Lake City Branch has been completed by laying track 
between Dayton, Ia., and Stratford, 13 miles. The branch 
extends from the Northern Iowa Division at Jewell Junc- 
tion nearly due west to Lake City, about 60 miles. Both 
ends of the branch have been completed for some time, leav- 
ing this gap in the middle. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
Blue Earth City Branch has been extended from Blue Earth 
City, Minn., south to Elmore, 10 miles. The new terminus 
is 44 miles from the main line at Crystal Lake, and connec- 
tion is there made with the Northern Iowa Division of the 
Chicago & Northwestern. 


Cincinnati, Van Wert & Michigan.—This road has 
been extended from the late terminus at Pleasant Point, O., 
northward two miles to Latty., 15 miles north of Van Wert, 
and 26 miles from the southern terminus at Shane’s Cross- 
ing. 


Cleveland, Akron & Columbus.—The Ohio District 
Court has reversed the judgment of the Court of Common 
Pleas and set uside the decree of foreclosure and sale under 
which this company acquired the old Cleveland, Mt. Vernon 
& Delaware roai. Of this decision the Akron (O.) Beacon 
says: 

** The decision of the lower Court was not reversed in the 
important matter of the pstertey of lien-holders but was sus- 
tained, as was the report of the Special Master Commissioner, 
but the District Court decided tbat it was an error on the 
part of the Common Pleas Court to allow the sale to pro- 
ceed while an appeal was pending, and for that reason the 
sale was set aside and a new sale ordered.” 

It appears probable that a new sale will be ordered. 


Cleveland & Marietta.—It is reported that this road 
has been sold to the Wheeling & Lake Erie Company. It 
was formerly the Marietta, Cleveland & Pittsburgh, and 
was sold under foreclosure some time ago. It extends from 
Marietta, U., to Canal Dover, 98 miles. 


Danville & New River.—This conipany has resolved 
to issue $60 000 in new second-mortgage bonds for the pur- 
pose of completing the extension of the road to Henry 
Court House, Va. Bids wiil be asked for the bonds. 


Denver & Rio Grande.—At the annual meeting, held 
April 4, the stockholders voted to approve the action taken 
by the directors; also to approve a lease of the Denver & 
Rio Grande Western road, now under construction. 


Fayetteville & Winston.—This company has been 
organized to build a railroad from Fayetteville, N. C., west 
by north to Winston, about 120 miles. The line indicated 
would be generally parallel to the Cape Fear & Yadkin 
Valley road. 


Ft. Wayne & Jackson.—Detroit papers report that 
negotiations are in progress for the sale of this road to the 
Grand Trunk, with which it is to be connected by an exten- 
sion from Jackson to Pontiac. The road extends from 
Jackson, Mich., to Ft. Wayne, Ind., 100 miles; its present 
owners bought it at foreclosure sale several years ago. 


Galveston, Houston & Henderson.—The statement 
published in Galveston that Mr. C. P. Huntington had pur- 
chased a controlling interest in this road was not quite cor- 
rect. Mr. Huntington has obtained from the parties in 
control an equal right to use the road for running all bis 
trains between Houston and Galveston, by the payment of 
one-balf the ry of maintenance and 6 per cent. per an- 
pum on one-half of a stated sum agreed upon asthe cost of 
the property; what that amount is has not been made public. 

The Galveston News of March 14, had the following : 
“Yesterday Judge Morrill, in the United States Circuit 
Court, determined the issues between Russell Sage and Jay 
Gould, ‘Trustees, and the Galveston, Houston & Henderson 
Railroad Company of 1871—the old fight between the stock- 
holders and the bondholders of the road. The cause was 
called for trial yesterday morning, and both parties being 
ready and appearing by their counsel (Edward T. Austin, 
for complainants, and W. P. Ballinger, for the defendant 
company) and after hearing and considering the additional 
demurrers of the defendant, the same were overruled, and 
the Court haviog heard the pleadings and evidence and ar- 
gument of counsel, rendered its decree, the substance of 
which is as follows : The complainants representing all the 
bondholders recover a judgment against the defendant 
company on account of the mortgage debt for the sum of 
$1,869,941, which amount the defendant is required to pay 
on or before April, 24, 1882, with interest there on from Jan. 
1, 1882, at 7 per cent. per annum ; in default of such pay- 
ment, then the entire my A of the company shall be 
sold. Notice of the sale is to be published three months, 
once a week, in one newsp2per published in Galveston, one 
in Houston and one in New York. The decree provides 
that at said sale the master shall require the purchaser to 
pay in money in the following order of priority : 

“1. The amount of the costs and allowances made in this 
suit, including the expenses of the sale. 

**2. The amount due for loans and advances made by the 
complainants, $196,791.66, with the interest thereon. 

““3. The amount due the holders of the coupons which 
matured prior to Jan. 1, 1880, with interest from Jap. 1, 
1882. on the amount due that date, $155,927.92. 

** At the request of complainants, and agreed to by de- 
fendant, Mr. C. Dart, of Galveston, is appointed by the 
Court, Special Master to make the sale and distribute the 
roceeds. The earliest date at which the <ale could be made 
under the decree will be the first Tuesday in August. The 
property embraced in the suit is the railroad from Galves- 
ton to Houston, and all its rolling stock, depot grounds, 
right of way, franchise, and all the property avd effects of 
washever kind, description, and wheresoever situated, be- 
longing tothe Galveston, Houston & Henderson Railroad 
Company, and will be sold as an entirety.” 


George's Creek & Cumberland.—The suit of Phelps 
& Co. to recover about $400,000 on the contract for build- 
ing this road was recently tried at Hagerstown, Md., and 
the Court has just decided against the contractors and in 





favor of the company, 
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Grand Trunk andthe Great Western.—A dispatch 
from London, March 30, says: ‘Tbe holders of 112,C00 
shores of the Great Western Railway of Cinada have 
agreed to support fusion with the Grand Trurk Ruilway.’ 


Harri-burg & Potomac.—Surveys are being made 
for the «xtension of this road southwest to Cherry Run, 
Ma.; where it will connect with the Baltimore & Obiv. 
Work will soon be becun on the extension to Harrisburg, on 
the other end of the line, 


Illinois Central.—Thiscompany announces that tbe usual 
arra”gements bave been made for pu'ting on fruit trains to 
run from Caireto Chicago and Dubuque. The rates from 
Cairo to Chicago this year will be 8U cents per 10U Ibs. or 
$10U per car, and to Dubuqne 90 cents per 100 Ibs. or S110 
per car. From this point the rates gradually diminish 
until Matteon is reached, the rates from that pvint being 
65 cents and $75 to Chicago, 75 cents and $90 to Dubuque. 
This has grown to be quite an extensive business. 


Illinois Midland.—The United States Circuit Court 
has removed Mr. L. Genis, Receiver for some years, and 
has appointed Mr. D. H. Conklin, «ho is a capable railroad 
man. The bondbolders hope soon to secure an order for 
the sale of the rvad. 


Indianapolis & Evansville.—The Inciana Circuit 
Court at tvarsville has di-soived the injunction lately 
eranted egainst this ccmpany at suit cf E. 8. Babcock and 
others, and has vacated the order appciniing a receiver, The 
road is thus restored to the possession of the company. 


International & Great Northern,—The Commercial! 
and Financial Chronicle says : “ In the suit brought before 
the Circnit Court at Austin, Tcxas, against the International 
Rai.road Cony any. for ferteiture of chartcr, etc., the deci- 
sion of the Ccu:t was that the lands granted be declared 
forfeited upon ail railrceds between Ji fferson and Laredo 
not completed at the filing of this su t, viz., from Austin to 
Laredo, and from a poiut north of Longview to Jefferson; 
that as to other matters asked in the peticion the prayer be 


” 


not granted, and that the defendant pay the costs.’ 


Long Island.—This company’s issue of new 5 per cent. 
consolidated bonds has b en viaced in Londou through 
Drexel. Morgan & Co., the bonds being, it 1s said, in demand 
there at 97, the issue price. 


Maine Railroad Taxation.—Tbe Governor and 
Coune:!| of Maine have fixed the f l'owimg amounts at tne 
excise or franchise tax which the railroad companies must 
pay to the state for theearent year: Atlantic & St. Law- 
rence (Grand Trunk), $12,095.56; Bangor & Piscataquis. 
$250.49; Boston & Maine, $18,626.63; Bucksport & Ban- 
gor, $49.50; European & North American, $4,712.92; East- 
ern, $18,652.86; Knox & Lincoln, $620.25; Maine Central, 
228,156.18; New Brunswick, $20.12; New Brunswick & 
Canada, $40.65; O11 Orchard Beach. $9.77; Portland & 
ae er $128.45; Portland & Rochester, $1,196.25; 
Rumford Fails & Bucktield, $100.15; St. Croix & Penob- 
scot, 88Y.07; Sandy River, $34.63; Somerset, $67.20. 


Marshall & Northwestern.—This asupeny has been 
organized to build a railroad trom Marshall, Tex., north- 
west to Mt. Pleasant, about 55 miles. It is to be a branch of 
the Texas & St. Louis road. , 


Memphis & Charleston.—At a recent meeting of the 
board resolutions were pssed favoring the sale of this road 
to the East Tennessee, Virginia & Georgia by the exchange 
of the stock for securities of the purchasing comrany. It 
was resolved to call a special meeting of the stockholders 
for June 22 next. 


Mexican International.—A charter for a company by 
this name h»s been applied for in Connecticut. The pro- 
posed charter makes the capital stock $10,000,000, and 
g ves the company au hority to but!d, lease and operate 
railroad and steambort lines anywhere outside of the state. 
The corporators named are Oliver Hoyt, A. N. Hawley, 
Henry B. Plant, Charles Crocker, Benjamin Clark, Thomas 
W. Pi-ree. R. T. Colburn, E. H. Pardee, Frank Storrs avd 
James B. Haites. Iti: said to be a construction company 
intended to operate in Mexico. 


Michigan, Indiana & St. Louis.—This company has 
been organiz-d to build a railroad from Srurgis, Ind., to 
Daoville, Iil., by way of Bourbon, Iud. Surveys are to be 
made at once. 


Milton & Sutherlin.—Mr. W. T. Sutherlin. who built 
th’s road, has sold out his interest to W. M. Watkins and 
others, local business men. . The road is of 3 ft. gauge and 
sevee miles long. coanecting M.lton, N. C., with the Rich- 
mood & Danviiie. 


Montgomery Southern.—The track is now laid and 
cars are running from Montgomery, Ala., south to Snow- 
don, 10 wiles. A section of 10 miles additional is graded, 
and tracklaying is in progress. 


Mutua) Union Tvlegraph.—It is announced that 33,- 
50) out of the 100 0U0 shares of this company have been 
sold to Mr. Jay Guuld, and 18,500 shares to George F. 
Biker, George C. Scott aud others, making 52,000 shares so 
transferred. Twois travsaction probably end: the opposition 
of the new company to the Western Union Telegraph, and 
pluces it under the control of the managers of the old com- 
pany. 


New River.—The grading of this road is now nearly 
completed from the junction with the Norfolk & Western at 
New River Bridge, Va., westward to Pocahontas in Taze- 
well County, a disiance of 73 miles, and tracklaying has 
been begun. Work on the grading from New River Bridge 
south to the North Carolina line 1s also in progress. 


New York & Boston Inland .—This company’s charter, 
which recently passed the Connecticut House, bas been de- 
feated in the Senate by a vote of 17 to 5. This kills the bill 
for this session. 


New York, Chicago & St. Louis.—Trock on this road 
is now lad from Hammond, Ind , west 96.70 miles; from 
Ft. Wavne, Ind., west 3l miles; from Ft. Wayne east to 
Vermillion, O., 1 mil's; trom Cleveland, ©.. east to 
Nineteenth street, in Erie, Pa., 92 miles, and from Brocton, 
N. Y.. east five miles, This is a total of 375.¢4 miles, mak 
ing 60.66 miles laid since our last report. 

atween Ft. Wayne, west, and Hammond, Ind., east, 
there is usm+ll gap, about three miles, which is delaved by 
heavy work. From Vermiilion, O., to Cleveland, the dis- 
tance is about 26 miles, op which the grade is now finished, 
and tracklaying will be »ushed. In Cleveland, tue heavy 
e orth work is well advanced; the masonry for the double- 
track viaduct is about finished, and the erection of iron 
work will be commenced at-once. 

East of Cleveland, track is laid from the Cleveland & 
Pittsburgh crossing to Nineteenth street, Erie.. Pa , and is 
also boi g laid from Brocton, N. Y.. east. Batlusting is 
progressing rapidly; several fine gravel pits buving been 

urchased, and seven steam excavators are at work loading 


The telegraph line is beirg put up rapidly; two (out of the 
four) }o. 6 Wires are already strung from Ft, Wayne, Ind., 
to Bellevue, O. 

The company moved into their new general offices, at 
St. Clair and Bank streets, Cleveland, O., on April 3. 


New York, Lackawanna & Western.—Tracklaying 
was recently begun at the Rochester & Pittsburgh crossing 
at Pavilion Centre, N. Y., and the rails are now down tor 
nine miles west of that point and are progressing steadilv. 
Regular trains have begun to run from Binghamton 
through to Elmira, to which pvint the track was laid some 
time ago. 


New York, Lake Erie & Western —This. company 
has filed maps, ete., for two freight branches in Buffalo, one 
to run from its tracks along the canal to Amherst street, the 
other to run to Tonawanda. 


Norfolk & Western.—This company makes the follow 

ing statement for February andthe two months ending 

Feb. 28: 

Two months. 

$:518,231.06 
198, 155.--6 


February. 
cane waeben $149,658.72 
97,6 5 69 


Gross earnings... ....... 
EXpeDSeS.......... See iaebcuunhen anaes 





$120,0 


Net earnings . ate $52,053.03 5.50 
Per vent. of expenses....... 65.2 62.24 


The expenses included estimated proportion of y‘ar'y 
taxes. For thetwo months there wasa decrease of 3318. 2, 
or 0.1 per cert. in es)nirgs; a decrease of $15,¢22.42, or 
7.4 per cent., in expenses, and an increase of $15,503.20, or 
14.8 per cent., in net earuiogs. 


Northern Pacific.—rack is now laid for 46 miles 
west ward fiom Ft. Keogh, Montana, and 20 miles west of 
the late terminus at the Little Rosebud. ‘lhe contractors 
expect toreach Cuulston, 225 miles west of Glendive, by 
June, 

Ouothe westerv end track is now laid to Rock River, 
Idaho, 17 miles eastward from Peud d’Oreille and 233 miles 
from the Columbia at Ainsworth. Work on this section is 
progressing very steadily. 


Pennsylvania.—The connecting spur from this com- 
rany’s Perth Amboy Branch to the New Jersey Central at 
Perth Amboy, N. J., uas been put in, and on April 1 this 
company began torun trains etween New York and Long 
Branch un ler the agream2ntfor th+joiat use of the New 
York & Long Branch road by both companies. Only two 
trains are run at present, but the number will be increased, 

Tbe company is building several restaurant cars to be used 
on tbe fast trains between New York and Chicago. These 
cars will uot run through, but will be attached to the trains 
between certain points. 


Philadelphia & Reading.—A part of the money lib- 
erated by the dissolution of the injunction against the de- 
ferred income bouds has been used to pay off the McCal- 
mont claim for advances made, about $1,200,000 in 
amount, 

Notice is given that the general mortgage 6 per cent. 
bonds, of 1874, will b> paid on July 1 next, aud interest will 
cease on that date. The amount of these bonds is $19 6¢ 6,- 
000, of which $5,480,000 are pledged as collateral for floai- 
ing debt. It is understood that the company bas negotiated 
enough of the new conso.idated mortgage bonds to provide 
for the payment. 


Quebec Railroad Projects.—The Toronto Monetary 
Times says: “The times are fruitful in new railway 
schemes, and the province of Quebecis particularly promi- 
nent in this respect just now, owing tou the vumber of new 
lines projected in its various secticns. Among the more 
prominent we note the following: The Great Eastern Rail- 
road is at present making application for powers to extend 
its present line between Muntreal and Sorel,in both airec- 
‘ions, eastward to Point Levi and westward through the 
counties of Laprsirie, Beaubarncis and Huntingdon to the 
province line, to connect there wich the American railway 
system. The Napiervill2 Junct'on Railway & Quarry Com- 
pany, originally priiected principally for the purpose of 
developing certain quarries of su;erior limestone near 
Napierville, is asking important amendments to its cherter, 
empower.ng i among other things to build a lire of railway 
from Mceoers Junction in the state of New York, to a point 
on the St. Lawrence where the prepo-ed new bridge of 
the Atlantic & Nor:ihwestern will cross the river, 
somewhere in the vicinity of the Lachine Rapids. It 
is c aimed that this line will afford a rcute from Mon- 
treal to Brffulo 75 miies shorter than by the Grand Trunk, 
as well as shortening th2 distance to the province line some 
15 miies. A third scleme is to build a line of reilway from 
A'rd, in the county of Missisquoi, and on tke province line, 
to Longueuil, either directly or by connection with the 
Soutbeastern at St. Angele, an essential portion of the 
project being the extension of the Ogdensburg & Lake 
Champlain road to meet the above line at Aird. The St. 
Johns & Sorel Company has its charter, and it is expected 
will shortly build that section between St. Johns ard 
Chambly, connecting at the latter point witn the South 
eastern, and thus affording a new route to Montreal, which 
wiil no doubt be much appreciated by the St. Johnites, who 
have heretofore preferred teaming their goods from Mon- 
treal to paying the exorbirant freight rates ruling at pres- 
eut. We alluded in a recent issue, to the proposed line 
from St Jerome to the Desert, which bas for its champion 
the redoubtable Cur é Labelle, and vow note that the rever- 
end gentlemen of the Montreal Seminary, in conjunction 
with others, are applying for a charter for a railway through 
the Township of Wentworth, Argenteuil County, to connect 


with the Quebec, Montreal, Ottawa & Occidental at La- 
chute.” 
Rickmond & West Point Teriminal.—At an ad- 


journed meeting of th» stockholders in Riehmond, Va, 
March 30, it was resolved to increase the ca; ital stock from 
$5,000,000 to $15,000,000, each stockholder to have the 
right to subscribe for two shares of new stock for each 
share now owned, on terms to be fixed by the board, The 
board was also authorized to distribute to stockholders any 
of the securities owned by the company, wt ich it may not 
be necessary to hold for the purpose of controlling its 
various lines. 

Notice is give: that the transfer books will close on April 
15, up to which date the stockholdes of record will have 
tbe privilege of subscribing to the new stock to the extent of 
double their holdings at $25 per sbare, payable in monthly 
installments of $5 per share, with the privilege of antici- 
pating. 


St. Louis, Iron Mountain & Ozark.—This projected 
road is being surveyed from the St. Louis, Iron Monntain 
& S>ithera at Mineral Poiut, Mo, to West Plains, in How- 
ell County. The line is through a country rich in iron, lead 
and timber. 


Spirit Lake & Western.—This compiny has been 
organ z d to build a railroad from Spirit Lake, Ia., west 
ward to the Big Sioux River. 





@ cars, which are unloaded by several ballast unloaders. 


Surry County.—Track is being laid on this road from a 


| oint in Surry County, Va., stout three miles frem the 
James River, southward toward the Nerfolk & Western 


|r ad. It is a local narrow-g: uge lire and is built cn the 

road-bd of an old road which was in opersticy £5 years 
ago, the iron having been taken up from it during the war 
and used to roof one of the Confederate rams at Richmond. 


Tennessee & Sequatchie Valley.—This roed is now 
completed from Spring City, Tenn., on the Cincimnati 
Southern road, westward to Grand View, fivemiks. Trains 
are running regularly on this section. 


Union Pacific.—It is reported that no work will be done 
this season on the-Oregon Short Lire. No reason for the 
change of plan. as been given. It is also repoited that the 
company has abandoned the building of several proposed 
branches in Colorado, and also the extension of the Utah 
Central into Nevada. 





ANNUAL REPORTS, 


The following is an index to the annual reportsof railroad 
companies which have been reviewed in previous numbers 
ot the present volume of the Ruilroad Gazette: 


Pave. Page. 
Alabama Great Southern....... 195 Minnerota R. R. Commissioner 54 
Alsbama M nor Raijrouds,... | Mississit pi & lenucssee -- 4t 





MisscmiPie'tiic.. ..... 
Ni tchez, Jacks: n & Col 
New Have: & Nerthampton.. 


Bangor & Pisvat: quis........... 

Beston & Lowell...... PE ke 

Canadien Govi rnm't R'reads. .1: 5 
owed 








Centr. llowa as omens © 42 N. Y., Lake Erie & Western..... 

Charlotte, Col. & Augusta... 23 N.Y..N. Haven + Hestford..... 6 
(hesapc ake & Ohio........157,1°9 N. Y., Ontario & Western....... 6 
Ch cago & Alton.......... -..J41 N. Y., Pennsylvar ia & Ohio....190 
Chicago, Mi . & St. Paul........ 75 Norfolk & Western.... ......... 55 


Nort! eastern (S, C.). 
Northern Central 


Chicago. st P..Minn. & Gmeha.s 
Cin., New Ork ais & Te>. Pac 
















Cleve , Tuscarawas Vy. & Wh..190 Penmylvenia & N. Y.......... 100 
Columbis & Gre« nville.......... 7 Pen: sylvania Railroad......... 157 
Connecticut River... ...........70 Perkic men a 

Consolidation Coal Co...........195 Petersburg ...104 
DOING soo 05s ogee ant aahs i4 Pmladelpbi» & Reading 7, 20 
D. laware & Hudson Canal, 101,176 Philadelphia, WV il. & Balt... 4 

Delaware, Lacka & West . 71 Pittsburgh & Castle Shunnon.,142 
Delaware Western.... . 41 Pittsburgh & Lake Erie.. . :3 
Denver & Rio Giande.. . 71 P. rtlerd & Ogdensburg... . £6 
Des Moines & Ft. Dodge. 101 Pertland & Rochester..... 126 
Pada rctncaeccshcgececeas 4) Rochcster & Pitt_burgh........ 6 
Hannibal & St. Joseph... . ....176 St. Louis & San Francisco. 41, 175 
ee Pe eee ear 145 .BORAY WAVER sc icrccccsvccdsccccs 19% 
Houston, East & West Texas...19' South Carolina................ .1€9 
Houston & Texas Central...... 126 South Carolin» Minor R’rds.... 7 
Huntingdon & Bd. ‘lop Mt.... lol Troy & Greenfield............... 70 
Illinc-is Central............ 00, 12h -Untom BeeiGe.. cccsscccces-cas; 115 
Iowa Minor Riilroads 71 U.S. Rolling Stock Co.......... 195 
Kentucky Central Utic: &@ Black Hiver.....,..cc. 70 
Knox & Lincoln Virginia Midlend........... ... 142 


Virg.nia & Tr: ckee.. 
Wabash, St L & Pacis 
West rp Maryland........ 

Western R. RK. Association 
Worcester & Nashua 


Richmond, Fredericksburg & Potomec. 


Lehigh Valiey 
Long Island. 
Louisville, Ci xing 
Louisville, New Alb. & 





This company owns a line from Richmond, Va, to 
Quantico, $3 miles. Its report is for the year ending Sept. 
BU. 

The equiyment consists of 11 engines; 15 passenger, 3 
mail and 6 b:ggage and expre-s cars ; 51 box, 33 flat and 6 
cabocse cars ; 12 material cars. : 

The general accouut, condensed, is as follows ; 

Guaranteed stock 
Common stock 


$5(0.4°0.00 
1.030,496.23 
$153 1,896 23 
824,811.23 
48,743.89 
755,009 10 


$3,159,400.45 


Total stock 
Funded debt : 
Accounts and balan 
Profit and loss... . 


Pekin ass + ins insededs coves ooshedederteencads 
Comb OE STODETEE once. cccicccsccsvnees $2,012.475 14 
Debts due the ccmpany ... 208,559.81 
cash 38 125 50 


ces 





7,159 490.45 
Since the report was made an issue has been authmized to 
be made to the common stockholders of dividend certificates 
representing earnings heretofore invested in construction 
and property. They are entitled to the same dividends as 
may be declared on the commen stock. 
The traffic for the year was as follows: 





Train mils: 1880-81. 1879-80. Ine. or Dec. P.c 
Passenger. ........ 177.641 122.476 I. 49,15 384 
Eni cccscedvenssecs 63.742 42,689 I. 21,0453 49.0 
| eer erry rg e 14,0z3 17.0.0 D. O77 €.5 

BR iii J euektindan wee cne 255,406 186,145 I, €9,.241 37.2 

Car miles: 

Passenger train......... 868,171 715,345 I. 152,826 21.4 
See 946,140 648,678 I. 297,462 46.0 
Eee 196.2 20,000 D. W678 6.5 
Passengers carried ... . 142.616 113,477 L £9,1°9 25.7 
Passenger miles..  .... 7,728,482 5,985,455 I. 1,747,947 29.1 
Tons freight carried.... 128,507 80,5°9 TT, 47,498 789 
TO MAERins sespcices . 6,688,333 3,880,418 1. 2,467,015 65.4 

Aveiage train load: 

Passe ger, No... ..... ‘ £0.00 47.00 I. 3.00 6.4 
Freight, tons........... 91 45 86.19 I. 5.°6 6.1 

Average receipt: 

Per pas~-. permile.... .. 288cts. “.41ets. D. C.52ct. 15.2 
ler ton per mile........ 166 * 221 * DD. O26" 333 


The average receipt per passenger mile wes 3 22 cents for 
through passengers, 2.77 cents jor Jocal, 0.92 ecnt for com- 
mutation, 0.80 cent for through excursion and 0.78 cnt 
for local excursion passengers. It is noticeable that through 
rates were higher than local, which is very sarely the case. 

Express treight paid an average cf 8,60 cents per ton per 
mile. The average amount of express on each mail train 
was 1,78 tons. 

The earnings for the year were as follows: 


1880 81. 1079-80. Increase. P. c. 
Passengers... . $223,930.19 $203,585.46 $20,344.73 10.0 
oS Se . 114,082.24 76,927.26 37,154.98 48.2 
Mail, ete.. 68,915.14 49,849.08 38 2 


19,066.06 





$406,927.57 
. 198,186.97 








$330 361.80 


ribose scouts 
P 174,642 97 


Expenses....... ; 








Net earnings........$208,740 60 $53,021.77 34.0 
Gross earn. per mile.. +,902.74 922.48 23.2 
Net ~ y ‘ 2,514.95 638.82 34.0 
Per cent of expenses. . CSS GBD iv eccsascscs coos 





The increase in freight earnings was v’ cy large, and was 
cue chiefly to an arraugement for through freight between 
Ricbmond and northern points. J.ocal freight also showed a 
considerable increase. 

Paywents from net earnings were as follows: 

Net earnings, as above . 
interest on bonds ......... . . $65,668.93 
Dividends, guaranteed stock... + «eee 34,835.00 
ADGIRIONS tO DEODSIG «ioc ci cccccsccess 02 c00 51,622.14 

———— 152,126.02 


PO 55564 se rcshdatcdevensias. Gevdsardve/oraes $56,614.58 
During the year one engine, three passenger and 10 box 
cors were added to the equi;men’. There were 26,853 new 
ties put in the track and the road-bed was much im- 
proved. 
The 8 per cent. bonds duein 1881 were extended for 20 
years at 6 per cent. interest, with the exception of $15,000 
not presented. 


$208,740.60 














ae 


APRIL 7, 18€2, 


THE RAILROAD GAZETTE. 


217 











Cumberland Val'ey. 


This company owns a line from Harrisburg, Pa, to Wil- | 
l'amspoit, Md., £2 miles. - Jt leases and practically ownsthe 
Dillsburg & Mechanicsburg, a branch to Mechanicsburg, 
Pa , 7.7 miles; the Southern Pennsylvania, a branch to 
Richmond, Pa., with a spur to Mercersburg, 21.4 miles in 
all, and the Martinsburg & Potomac, from Williamsport to 
Martinsburg, W. Va., 12 miles. It controls, but does not 
work, the Mont Alto road, a branch to Waynesboro, Pa., 
18.3 miles. The report is for the year ending Dec. 31. 

The general account is as fol!ows : 









Stock... .--$1,777.850.00 

Bords... . 3852.:00.10 

Due for d 48,567.20 

Income account, balauce................66. 597,125.17 
ORR cas 0cisaad occcsdedusaseesy ph bees $2,775,642.37 

RAGE ss. cbascxeoa wide! aes $1.887,465.95 

Trustees’ contingent fund. -e-. = 586,549 

Materials... .... eulvahusshanehbades se 46.(69.76 

DOES. iii ins. snedvdas scm bane anaes 110.120.85 

Gieiccwa 200000454000 iad bn’ @_ebebieuanea 145,636.27 


2,775,642. 37 
Of the stock there is $241.900 first-preferred, $243,000 
second-preferred and $1,292,950 common stock. Of the 
bonds $161,000 are first-mortgage, $109,500 second-mort- 
gage and $81,800 plain bonds. The contingent fund is 
chiefly invested in the leased lines. 
‘Lhe traffic for the year was as follows: 





Train miles: 1881. 1889, ne. or De-. .C- 
PaseONBE? ... 2.00 ccc0 235,593 188.898 I, 47,085 24.9 
|LOSS 194,077 147,260 L. 46.817 318 
Total locomotive miles 518,383 418.804 I. 99,575 15.1 
Passengers caried.... 452,922 S083 LL 61.819 15.9 
Passenger miles .. ... 8,9673°7 7.386.350 1.1,581.607 21.4 
Tons freight carriel.. 547.438 444,721 I 102,717 238.1 
rp | 18,364,654 14,048,662 1.4,516,°92 30.7 

Av. tra n lvad: 

Passe: gers, No........ ?8.01 29.12 D. 1.11 2.9 
Freight, tons.......... 94.61 95.40 D. 0.79 0.8 

Av. recript: 

Per ton per m.le...... 21° 7cts. 2.188cts. D. 0.81 ct. 3.7 


The freight traffic is for the main line cnly. The traffic 
shows a large increase, but at reduced rates. 
The earnings of the main line for the year were as fol- 
lows: 
1881. 1880. Inc. or Dec. P. 
Le. $386,856.17 $337,006.94 
Passenrers.... . .. 204,524.96  173,8.7.1 
FEE, GO nsec ccc. ce 31,157.34 26,111.65 


ORE. ates. canneed $622,538.47 $536,945.78 
re 402,108.65 306,745.95 








Net earnings .. ..$220,429.82 $239,199. 
Grossearn. per mile. 7,591.93 6,543.15 
Net = <n 2,688.17 2,397.3" 
Per cent. of exps.... 64 57 57.13 VB 000 

The expenses were largely increased by extensive renewals 
and other ex)¢nditures for permanent improvements of 
property. There were 690 tons of steel rails and 35,821 new 
ties laid. ¢ 

The earnvirgs cf the leased lires were as follows: 

Dillsb’z & Mich. Mart. & Pot. South. Pa. 
Eross carnings ............ S27.523.84 $21,203.50 $22,571.12 
MEPOMEES.... ..ccccccce coe Aeglacce 16,884.24 27. 











5.73 











WetCaeMh 06.5082 seed $14,610.92 $4,319.06 *35,104.61 
Gross earn. per mile. ..... 3,548.55 1,766.94 1,054.72 
N2 - se: + cccsce, AOeeO S088 xt ees 
Per cent. of exps...... .... 46.57 79.64 122.62 


* Deficit. 

All these roads show a considerable gai1 in gross earnings 
and the first two a large gain in net earnings. The loss on 
the Southero Pennsylvania was due to the renewal of three 
bridges, a new turn-table and other improvements. 

Tbe Mont Alto road carried 69,132 passengers and 40,213 
tons of freight. The eirnings were $31.133.29; expenses. 
$26,199.75. leaving the net earnings $4,933.54. or $269.59 
per mile. From the net earnings $2,880 66 were spent for 
new construction and equipment, leaving a balance of 
$2.052 88. Of the passengers carried aLout 45,000 were 
excursionists to Mont Alto Park. 

‘The income accoust was as follows: 


TE NNN. ics. ctdccscesinasctdtoetatas via” (edt $229,422.82 
NE, 4 oko cindendenbecunus Aesdswene ss 56 $15,639. 6 
RNG MUN POR 1 a .020 ther paaitinnedecccuse 206,548.00 
Dividends, 10 per Cent.............200 soos 177,785 UO 











Surpls for the vear... Kenekes $2,457.26 
Saengins; Jam. 2, BGs viciccedecedscccses 594.667.9L 
Rein, Sak: A, BO agit 56 ce ncn beqesensses $597,125.17 


Duri»g the vear a number of new buildings were erected 
and others enlarged or improved. Several new water sta- 
tions were put up. New stock yards were built at several 
points. Nearly all the bridges were strengthened. 

Three new engines, 50 freight and 3 caboos? cars were 
added to the equipment. ‘I'wo more engines and four pas- 
senger cars have been contracted for. 

Considerable business has been received from the Sbenan 
doah Valley road, and more is expected when the connec- 
tions of that road are fiuished. 





Chicago, Burlington & Quincy. 


The following statement for 1881 is published in advance 
of the full anvual report, which is not quite ready to be 
issued. Toe statement includes all the lin-s worked by the 
company. 

The total mileage at the close of 1881 was 2,924 miles, 
against 2,772 miles at the end of 1880, an increase of 152 
miles during the year. The average length of road oper- 
ated in 1880 was 2,653 miles; while in 1881 the average 
length was 2,822 miles. 





The capital account shows the following : 
188!. 1881. 
PIOEE, TOS. Bh oc osccccansedcasasese $55,537,445 $54.4 3,197 
Bonds ~~ \seebesn Sane ageeenns 50,122,725 54.413,.725 
WOR. 4. .  vinecasteveveeeaeana $114.460.171 $108,831,9 2 


Additions to construction account in 1881 amounted to 
$6,217,296; to equipment, $1,796,945, a total of $8,014,241 
added to property accounts. 

The earnings for the year were as follows : 








1881. 188) Inc. or bee 
. > Sarre $16.595,819 $16,054.197 T. 541,62 3+ 
Passengers........- 3,616,086 3.534 209 I. 81,877 2.3 
Dea sa0 6505 1,112.245 905,64L I. 208,604 23.0 
Terre $21,324,150 $20,492,047 T. $832.103 4.1 
Expenses.......... 11.066,914 9,804.49 I. 1,262,020 12.9 
Netearnings...... $1u,257.6.6 $10,687,553 DL. $429,017 4.0 
Gross earn. per 
CDA 6 bide ogdcs 7,446 7,724 Dz. 2°8 3.6 
Net earn. p-r mile. 3,635 4.028 D. 3938.8 
Per cent. of exps... 51.9 47.8 L $A. %.3:. 


It will be observed that, notwithstanding the increased 
mileage in 1831, the net earnings havedecreased $429,917. - 


20. The gross earnings, however, show an_ increase of 
$832,103.76, and the increase of expenses bas been $1,262,- 
020,46 Oc this, about $400,000 may be said to b2 due to 
the increase of busines-, leaving about $850,000 of extraor- 
dinary increase in toe cst of operation and maintenance 
for the year, or about $305 per mile of road operated. Tbis 
is due to increased prices of labor and material, and also 
largely to the snow blockade of Prag and March, 1881, 
and to the extraordinary floods in the Mississippi and Mis- 
souri rivers,in both spring and autumn. The spring flood in 
the Missouri River was the highest since railroads occupied 
that region. The new mileage added late in 1880 and dur- 
ing 1881, increasing so considerably the average number of 
miles operated during 1881, is mostly in new and unsettled 
regions, to and from which business is naturally light for 
the present 

In Lilinois and Iowa during the year 7514 m'les of single 
mein track have been Jaid with steel rails in place of iron, 
and 19 miles of steel rails have been laid in new second 
track, and 254% miles in new side tracks. The total number 
of miles of steel rails in all tracks; ea-t of the Missouri R.ver 
on Dec. 31, 1881, was 1,160, This includes the whole main 
line in Illinois and Iowe. 

During the year 1881, 14 miles of second track have been 
built in fiinois and 5 miles in Iowa. The number of miles 
of second track owned by the company on Dec. 31, 188], 
was, in Illinois, 131; in Iowa, 22. 

In Nebraska during the year 44 miles of main line track 
have been laid with steel rails in place of iron; making the 
number _ of miles of steel rail, single track, in the road 
west of the Missouri River on Dec. 31, 1881, 126, of which 
98 miles is m the main line tet ween Omaha and Plattsmouth 
and Kearney Junctior, and 28 miles in the track of the 
Atchison & Nebraska Railroad. The latter was in 
the road Dec. 31, 1881, but was not reported. 

The genera] condition of the entire road and equipment 
has been fully maiutained during the year. 


Panama. 


This company owns a line across the Isthmus of Panama 
from Aspinwail to Panama, 47.5 miles. It also owns 
steamers which rua between the terninal points of the road 
and other Csatral an! South American ports. The follow- 
ing statements for 1831 were presented at the annual meet- 
ing in New York: 

Tae company has a bonded inlebtedness of $3.989,000 7 
per cent, sterling bonds, to met which it holds a sinking 
fund of $1,118,969.67, and $2,955,000 of 6 per cent. gold 
sinking fund suosilv bon Is. to met which $225,009 an- 
nually of the Colombiim government subsidy was pledged 
until 1908, to be applied first to the mage of interest, 
and second as a cumulative sinxing fund fur tae redemption 
of the principal. 

The eurnings for the year were as follows: 











1881, 1880. Inc. or Dec. P. c: 
Earnings......... 2371,570 $2,277,674 LL $93,696 41 
Expenses......... 523,593 651,669 D. 131,076 20.0 
Net earnings. ..$1,847,777 $1,623,005 I. $224,772 13.8 
Gross eurn. per 
Es canigsonss 49,924 47,951 L 1973 4.1 
Net earn per 
| eee 38,901 34,169 I 4,732 13.8 
Per cent of exs... 22.1 Se” sas eckicaseees tee 
The inc»me account is as follows: 
Be alos ponty ascheandesaniaeenbuaces sipasas $1,847.777 
PT EEE ocdsb atasricsheddcsacdee prtsdsecaneen 1,383,991 
NNR, ccteiicla’ niiacisas iéidarssinastbbidiinatenteicnall -$3,231,768 
DR Adhd. atwaypneaeeechs canteens 504408 $26',00) 
OE re 270,604 
DEEN ccss Ad. daacceesbom>ense!. — seannee 10.767 
Nv. Ried asde been b<c0¥0ces 6 cb0sveneeed 2,398,200 
———_ 2,939 571 
PRN hide ddinbahekisin o0séeb od bbstede dune on $292,197 


The dividends amounted to 30 per cent. on the stock, part 
of them being paid from the accumulated surplus. In 1880 
dividends amounting to 16 per cent. were paid. 


St. Paul & Duluth. 


This company owns a main line from St. Paul, Minn., to 
Duluth, 156 miles, and the Knite Falls Branch, 6 miles. It 
works under lease the Stillwater & St. Paul roa!, from 
Whi e B.ar to Stillwater, 13 miles, and the St. Paul, S'ill- 
water & Taylor’s Falls. from Wyoming to Taylor’s Fal's 
(added in 1880), 21 miles, making 196 miles in all. The 
wain line for 24 miles from Duluth is owned and used in 
common with the Northern Pacific. The report. is for the 
year ending Dec. 31. 

The balance sheet, condensed, is as follows: 


PreGerved stocks amd gorl—p...s.ccrs ceccvecevcvesecsoccs $5,176,167 
Common *  .. ese date ePabeheih ObsereSaete 4,055,407 
RRND, 6 .. ss i nncccckawactiskabaonssakeie 1,000,000 
EE SE IIIS 0 onc cceseucssebn bedpriherddive 355,157 
sh. cbse ceded eseusie sees cedsseuseneneset 476,123 
IIIS 66.4005-0000000biuscabansestacaaeade "ase 53,409 


ID iia seccsatione cncsesecscccsenesbidebecssecs $11,116,293 
Road and equipment...............0. ss06- $9,648,019 
SE IEEE sa. nahbakb.s000%2c60e0 onbhen 349,662 
Accounts and balances......... o .0c8 200 ae 
BO evass ban dabbebeend -ysdcechssdens 437,201 
—-— 11,116,293 


_ The Land Department renorts sales of 16,271 acres dur- 
ing the year, and 1,267.696 acres remaiving unsold. The 
land sold brought $381,798. Total receipts during t1> year 
were $79,440 for land aud $364,178 for stumpage, $412,618 
in all, of which tbe sum of $127,094 was im cash and $316,- 
524 in bills receivable. 

The earnings for the year were as follows: 








5 1881. 188). Inc. or Dec. P.c 
DUM sscsean <n s ooeceon $476,719 $452,304 I. $44,406 10.3 
PAGSENMEFB........0008 cseees 175,282 317,209 I. 58,073 49.6 
| OS Serene 38,138 15,350 I. 12,788 85.1 
pn ty ee %scoepece 52,500 103,915 D. 51,415 49.1 

WOME cs sces asaccensed $732,630 $668,778 I. $63.852 9.5 
SI eee kls odtascsaass 566,131 575,595 D. 9,464 16 
a $166,499 $93.183 I. $73,316 78.8 
Gross earn. per mile......... 3,738 3,522 D. 84 2.2 
Net peat a . 850 532 I. 318 6.0 
Per cent. of exps.......... . TTS 85.99 D. 8 76 .... 


Payments from net earnings were as follows : 


HOO Cte eee een eee Bee eeeeee 


Interest, etc.. .... 
Northwestern Equipment Trust. 







NE is 5 Sik, dosicnWebbencdii dp adsritideosids tics 


The President states that the earnings of the road have 
been considerably increased over these of last year, though 
much less than they would have been had the road been 
fully equipped witb the necessary engines and cars, while 





the expenses have been somewhat increased by a eccmpara- 
tively large use of the cars of the other roads. Three bhun- 


dred freight cars, which should have been delivered in Au- 
gust and September. did not begin to arrive uutil after the 
close of lak+ navigation. 

The work on the track for the year included the laying of 
8.240 tons of steel rails, of which 818 tons were put in the 
track between Nortbern Pacific Junction and Du uth, on 
that part of the line owned jointly by this company aud the 
Northern Pacific Company. 

A corporation has been o ganized under the laws of Wis- 
consin for the construc’ion ofa line of railroad from Ash- 
land via Granisburg, Wis., to St. Cloud, Minr. The county 
of Burnett, Wis., was authorized to take $20,000 of the 
stock of thiscompany. ‘bis stock hes been subs«mbed and 
the corporation bas received and expended the money. In 
order to constiuct the pertion of the line in Minnesota, a 
corporation has been crganized called the Grantsburg, Rush 
City & St. Cloud Railroad Cc mpany, end the Grautsburg 
Company bas graded the line between the St. Croix River 
and a connection with this road at Rush City. Tbe Grants- 
burg Corporation, called the Ashland, Grentsburg & St. 
Cloud Railroad Company, is anxious to turn over the stock 
of the road so as to give the St. Paul & Duluth Railroad 
Company the entire control, ownership and management of 
the corporation. 





Savannah, Flovica & Western. 


This company owns a main line from Savannah, Ga., to 
Bainbridge, 237 miles, an extension of 2 miks to the 
wharves in Savannah; the Junction Branch, 4 miles, 
near Savanvab, a connection with the Ch»rleston & Sa- 
vannah road; the Jacksonville Branch, from wearers, Ga., 
to Jacksonville, Fla., 71 miles: the Florida Bianch, 
from Dupont, Ga, to Live Oak, Fla., 49 miles; 
the Albany Branch, from Thomasville, Ga., to Live Oak, 
Fla., 59 miles; a total of 422 miles. 

The Jackwnville Branca, th uzh really owned, is nomi- 
nally under two separate organizations, the Waycross & 
Florida, from Wavcross to the Florida line, and the East 
Florida, thence to Jacksonville. 

The company has furnished the following statement of 
onerations for the year 1881 : 





ROME Sas. 65s cnans-4666 novdend deeneseacscelenetine $850,674.09 
eres cksdeceta & sete eS OS ee SST -eeee 266,608, 
SOD nn exndnetsorecsonngeunseavectniy. memeuke 36,361.01 
PE chi ccvnccsntbensccenueke eesasves 060, SANE 167 ,674.t4 
Total ($3,131.35 per mile)........ 2... s.seeee $1 321,428.83 
Administrative Depariment. ..... ....... €8,043.78 
Roadway * cecceee oe 0+ OONOLO,42 
Locomotive ee eee .207,075.74 
Car OO: + Reeeeesckesteee 110,702.71 
Transportation S .. + ppabbbans .-. 808,573.73 
Total expenses (79.66 per cent.)................ 1,052,606.42 
Net earnings ($637.02 per mile).... ............ $268,822.41 
Interest on funded debt .......... .. $189,419.00 
™ open accounts........+.+-0505 2,138.8 


————__ 191,558.74 


Surplus for the year. ..........se-sseseees P 77,263.67 
The surplus was equivalent to 3.86 ver cent. on the 
steck. A practical reconstruction of the road has been in 
progress since it passed into the bands of the present com- 
pany, and its equipment has teen very largely i: creased. 
Last year was the first in which the Jacksonville Branch 
was worked he companv has in progres: an extension 
from Bainbridge to Chattahoochee (where connection will 
be made with the new Pensacola & Atlantic road) and to 
E,st Pass at the mouth of the Apalachicola; also an exten- 
_ - the Florida Division from Live Oak toward South 
*‘lorida. 








Mexican Central. 


At the annual meeting in Boston, April 3, the report pre- 
sented gave the progress of the buildimg of the main Jine and 
the severa] divisions up te the latest advices, On the main 
line from the city vf Mexico north the road was compleied 
and opered for business to Tul:, 5744 miles, Sept. 15 last, 
to San Juan del Rio, 119 miles. Dec. 15, and to Queretaro. 
153 miles, Feb. 16. By the latest report, March 21, the road 
had reached 17614 miles north from the city of Mexico, and 
it was expected to reach Celaya, 182 miles, on Marcb 30, at 
which point the 37 miles of narrow gauge purchased by the 
company i: reached and which wi 1 be immediately widened 
‘o the standard gauge. This work is to be completed so that 
the road can be opened to Izapuato, 219 miles, early in 
April. On the Chihuahua division tbe track on Feb. 28 had 
been completed 105 miles from Paso de! Norte south. and on 
March 29 the General Superintendent telegraphed that 122 
miles had been inspected and approved by the Government 
engineer. The progress of construction on the Tampico Di- 
vision bas been slow, mainly for went of laborers. About 
1.000 workmen have been sent from New Orleans recently 
and better progress is looked for. About 40 miles graded 
and 20 miles railed was the latest report. On the Pacific D’- 
vision part of the line has been defintely fixed upon, and 
the work of grading will soon begin. It is expected that the 
read will be completed to Leon. 26 miles, and to Caoihua- 
hua, 224 miles, by June 1. Contracts have Leen made for 
all the priacipal materials, including rolling stock, to com- 
pl«t» the road from the city of Mc xico north 450 miles and 
from Paso del Norte south 375 miles du: ing the present year. 

The lreasurer’s report showed the following liabilities : 


ee ROD DOGS oo 0c. xsucexnececcessiessiocs $:3.089,000.00 
POPE UII - 0.5:0:6.0'v'0 58.00.00 0000 664000060000benssebanes 6,034.837.F0 
PUNE Sale pen coc cneencvosssesccpesctonseegnseen - 6, 44.82 
OED, BOD 5 66566 5s00 6556480 Sebedesnsedecss 4 6,893.75 
Mexican Offic? ACCOUNES..............200 creceesceees 534,762 00 
On irre ee 23,773.01 

PONE is axne van wus 00sprrvernseaseenesareadienpasd $10.£86,311.08 


The total amount subscribed to the enterprise is $16,764,- 
500; of which sub-criptions there has been called and paid 
in $8,574,887.50; leaving to be called in as needed $8. 189,- 
662 50; making a total of $16,764,500 against the subserip- 
tions paid in, amounting in all to $8.574,837.50. There bas 
been issued to the subscribers in first-mortgage bond: $2,- 
540,000, leaving a balance to the credit of subscriptions vo 
the amount of $6,034,837.50. 

The earnings of the road for the first half-year of its 
operations were as follows : 


IE  cas0ck: a0. dun scansstesnndiaeton -\5, 40b8 $3,129.93 
sas ckasssbcemi” ¢\ededhetakke bag wladeealbiertses 11,184.12 
Sis. sbivetecdcnsiebessbatdcees  ssabnenebabee 492.85 
DE cal cine bassoc06500 padnaasaeanennendags antian 24,659.63 
PE cckvcd sanseetseeh 0064. bib0bbesbi.,pogton® 20,07:3.62 
eR ee rr ere eee. 936,538.45 

OS ois cnc atagtn das andnsntactimaiininieiin ten $118,078.60 


Of the tote] earnings $66,251.48 were from passengers 
and $51.727.12 for freight. Nocharges on the company’s 
mate ials are included in the amounts given. 


Central Pacific. 


The following statement of operations for 1881 is pub- 
lished in advance of the fu'l annual report, which is usually 





not issued until late in ogee, 
Average miles ofera in 1881, 2,707; miles in 1890, 


i} 
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We oy tends tein aU te h0's Fe dts) Sse ese Be [este cetiudccelctucechestece 200,000; 200,000 102,096 | 30,755 359,125 100,266, 29,805 22,775 7,030 2,484 5386 7 14,000 
Fail River, Warren & Providence....... ........--. ES Spe a eres Career 150,0U0! 300,000 5,008 | 19,663 652,995 167,120 28,001| 16,214 11,787 4,667 ] 064 58 9,035 
Hanover Branch SA ee ee ilies nes | 2 6 18 123,950 30,000 1,521 | 22,520 304,867 75,011 34,v69, 16,9 82 17,137 4,259 2,142 49 7,071 
ro ee eee ee aes 7 | 5 16 9 227,112, 250,000 127,804 | 34,668 2,431,681 |..... ...... 35,708) 28,932 6,776 5,10L 98 81 5,948 
Wnty Sci INE oc onan cans s 14 sacceeessenee- 1?1 22 24 | 206 | 1,500,000 1,499,500 214,902 [560.988 6,415,412 | 19,318,243 611,044 413,226 197,718) 5,050 | 1,63 67 |183,632 
GEIS MII Ci descshccee ed ossecoeccees _ _Y Rese 20 18 | 578 |2,604,400 400,000 92,822 525,849! 6,667,656 | 19,354,211 799,714 460,447 339,267 12,117 | 5,14 58 |323,778 
Narrow-gauge roads: | | a lee | * 
Boston. Winthrop & Point Shirley............ ... R ees | 1 3 5 19,450 18,000 18,773 | 15,090 “Nk A ae reer 6,989 6,23 150 2,320 250 89 1,411 
Grafton COmtre.....cecscccccccsscccccese coves “wane 7 1 1 1 29.530 10,000 3,741 | 14,085 87, BGO j.. ccc ccces 4,559 4,659 +100 1,520 wes 102 é 910 
A. een eee ‘ he 1 Yh eee 40,000 36,000 2,192 8.370} 219,560 |............| 6,560 4.758 1,602 707 178 75 165 
a RR pee A eee eee 4 | sence 1 2 3 60,000 eee 8,520 120,440 Jacereeeeeeee 4,449 2,339 2,110 1,112 Pet: Pe Axess os 
Worcester & Shrewsbury 8 ee 2 3 36,825 15,000} 3,343 | 30,000, 551,012 |............ | 14,181) 11,695) %.U86 4,729 | 1,029 79 1,050 
! 





* Leased to Central Vermont Company. 
passenger roads. 


+ Leased to New York & New England Company. t Deficit. 
Dividends peid were: Hanover Branch, 444; New London Northern, 6; Norwich & Worcester, 10 per cent. 








The Ashburnham, the Nantasket Beach and all the narrow-gauge roads are exclusively 





The statements givenabove are from the reports to the Massachusetts Railroad Commission for the year ending Sept. 30, 1881 ; only those roads are given which do not otherwise report 


or are not included in lessee’s returns. 








2.467; increase, 240 miles. Miles operated at the begin- 
ning of 1882, 2,865. 








1881. 1880. Increase. P. c. 
Gross earnings....... $24.094.101 $20,508,113 $3,585,988 17.5 
REWORORG:. is. o55case 13,859,307 12,045,669 1,853,638 15.1 
Net earnings..... .. $10,234.794 $8,462,444 $1,772,350 21.0 
Gross earn. per mile.. 8,901 8,313 588 7.1 
Net ae ve OD ce 3.781 3,430 35L 10.2 
Per cent. of exps..... 57.52 ED scans ceceus, eenee 
The income account for the year is as follows. 
Gross earnings from transportation ........ ...... $24,094,100.95 
Operating expenses, including rentals............. 13,859,306.97 
ah CG is ick can ccknnspenes, 025%: s phindemnerioe $10,234,793.98 


income from other sources : 








Land bonds redeemed from proceeds of land sales.. 420,000.00 
MEDIOOS COMSTROUB. 20s ccc cccescccceeccccccccccsce cece 529,646.40 
Sinking fund earnings............ Racbasss cce- dues Sie 
Dividends on investments...........0ccecesee cece sees 20,000.00 | 

DOO iii cic nui ons cat dp peersedagesaccesani nash seee $11,529,950.38 

Payments from income : 
WberOet. «cc cowk| eee waka chesacs +. +. $3,508,291.56 
Taxes, legal and miscellaneous ex- 

DONOR wan -o- aanassdwetie: Sonccsrneen 720,121.45 
Dividends.. ....... Pa aR rey 3,556,530.00 
Pequirements U. S. account of 1862-4 

and 1878 estimated at maximum.... 1,200,000.00 

8,984,943.01 

Surplus to credit of profit and loss................... $2,545,007.37 


The construction account bas been increased by $23S,- 
883.17; the equipment, machinery and water craft by 
#18,762.14 ; material on hand, including fuel, by $998- 
686.9). The stock and bonds on hand Dec. 31 were $160, 
128.13; the bills and accounts receivable, $3,897,295.96, and 
vash, $643,255.33. The capital stock remains the same, 
$59,275,500. The funded debt bas been reduced to $54,917,- 
000. The $1,500,000 convertible loan (7 per cent.) has been 
retired, with the exception of $7,000, which remained out- 
standing at the close of the year. Tbe bills and accounts 
payable at same date were $4,490,480.87. There was in the 
hands of the trustees for the further redemption of land 
bonds the sum of $612,517.50, and aninvested for the com- 
pany’s sinking funds $868,759.17, and for the hospital fund 
$103,921.72. The company’s sinking funds amounted to 
$4,816,659.17, exclusive of that in the United States trea- 
sury, amounting to about $1,500,000. Twenty thousand 
tons of steel rails have been placed on tbe main track, 
bridges renewed, trestles filled and extensive dock and ter- 


minal structures added at the Oakland water front. The; 


tonnage of vessels arriving at the port during 1881 was in- 
sufficient to carry off the wheat stpply, and it is estimated 
that 15,0°0,000 bushels of the crop of 1881 remain to be 
moved to tide water, independently of the growing crop, 
which promises to b2 the greatest ever raised in California. 
The Southern Pacific Company has made arrangements to 
take a large portion of this freight hereafter to the Gulf of 
Mexico for European markets. 


Wabash, St. Louis & Pacific. 
The second annual report of this company gives the 


mileage operated at the close of the year, Dec. 31, 1881, as 
follows: 





Lines east of the Mississippi. 









Rie Gi ts Ih dace kt or0 tacrdecccssenccnnas 435.7 
Decatur to Camp Point..... eee hc auce a euien 129.2 
Cues FG OO. oi oicic vec ieweiccics cccescoece 22.8 
oe ES RE a en 49.9 
Maysville to Pitesfield.. . 6.2 
Cina cca chen ks. ap: 0ic0ckeoenae 34.5 
Edwardsville to Edwardsville Cros ing 10.2 
Detroit to Heng Os MN wast aadckcs ehinensvanknee 2138 
Mi-higan City to ludianapolis....................4- 161.0 
BEC SIN 9h 09 503 6260 40458600440 4046020% 14.5 
We, ME IE, conn srcancccrvcccncescscoscese 75.7 
rv. & D. Junction to St. Francisville... 1: 9.3 
Vincennes to Cairo. . 158.0 
Hollis to Jacksonville........ 75.3 
Springfield to Havana 47.2 
BEPORET PIO. 5 dodeins ectecedéccsceccece 156.5 
Shumway to Effngham............ 8.5 
i iis i pe nitandcenscesstiannden 99.7 
Ri Ras. ndinsaksccens. c0s6setdebrnnnine 102.2 
Wie TR NIE oo os ons ones cecccc cceecees 29.7 


Lafayette to State Line (C., L., St. L. & C., 46), % 











| 200 passenger, 16 chair, 2 parlor, 4 dining and 131 baggage, 
mail and express cars; 9,001 box, 1.778 fast freight line, 
2,247 stock, 5,115 coal and flat, and 322 caboose cars; 1,234 
leased cars; 3 officers’ and 3 pay cars. The increase during 

| the year was 93 locomotives; 55 passenger and 15 baggage, 
mail and express cars; 4,032 freight cars. 

The company has also equipment of 3 ft. gauge on the 
Havana, Rantoul & Eastern, and the Des Moines & North- 
western roads as follows: 10 engines; 5 passenger, 2 com- 

| bination and 6 baggage and wail cars; 224 box, 57 stock, 
159 coal and flat and 2 caboose cars, 
The general balance sheet is as follows: 


Common stock 


... .$26,921,500 .00 
Preferred stock.... . 


““93,033.200.00 
.$49,954,700.00 
66,291,858 .27 
1,500,000 .00 


395,465.92 





Total capital stock. . 
eo aiteat a 
ELDAR TTT OT CC OTT 
RE EES ree yeep ree er 
Balances, consisting of audited vouchers, interest 

accrued, interest not due, unpaid taxes, ete... 4,236,622.50 

$122,338,646.78 

Cost of road, equipment and appurtenances...... $107,658,815.38 

Sundry securities on hand 435.861 .52 

INI So cnt a tca sos enakaamaneaeam P 1,212,245 .50 
Expenditures for ‘construction and equipment 


11,578,865 .79 
1,452,858 .59 


Income account since Jan. 1, 1880 


$122,338.646.78 
The report gives a statement in detail of the bonded debt, 
which consists of a great number of issues, amounting to 
$68,592,258,27 by this statement, with a yearly interest 
charge amouuting to $4,380,082.47. Capitalizing the lease 
obligations they amount to $13,555,000, on which the 
yearly charge is $739,774,67. The obligations assumed 
jointly with ‘he Missouri Pacific in relation to the St. Louis 
bridge amount to $670,808 yearly. 
The traffic for the year was as follows: 


1881. 1880. Inc. or Dec. P. c. 
Passengers ...... 3,215,200 1,992,763 I. 1,222.437 61.3 
| Pass. miles ..... . 187,114,727 97,774,576 I, 39,340,151 4.8 


Tons freight car- 
_ | RRS 5,393,917 4,523,187 
Ton miles........ 1,149,774,547 1,105,783.399 
Av. receipt: 
Per pass. per 
_ aoa 2.238 cts. 
Per ton per mile. 0.828 * 





- 880,730 9. 
1, 43,991,148 4. 


oo 


2.398 cts. D. 
0.862 ° I. 


0.160 ct. #.7 
0.066 ** 4.7 


The average pomenaee journey in 1881 was 42!¢ miles; 
freight haul, 213 miles. The traffic showsa considerable in- | 
crease, which was, apparently, very largely in local traffic. | 
The earniugs for the year were as follows: 





Express...... 56,305.21 19.9 


| Mis c ellan- 


343,236.07 











| eous....... 90,273.18 43,818.71 I. 46,454.47 106.0 
Total... ...$14.467,789.83 $12,428,111.72 I. $2,039,678.11 16.4 
Expenses.... 10,79:2,943.66  7,787,348.50 I. 3,005,595.16 38.6 
Net earn... $3,674,846.17 $4,640,763.22 D. 965,917.05 20.8 


Gross earn. 
per mile.... 
Net earn. per 
roile.. : 


5,511.98 6,398.65 D. 
1,400.07 2,389.31 D. 989.24 41.2 


The average mileage on which these earnings were based 
was 2,624.8 mils in 1881, and 1,942.3 miles in 1880. 
The income account may be stated as follows: 


Net earnings for the year...... .....cseeeeeee ceeees $3,674,846.17 
OME MEE. 5 ictucnenbésnks Geeks Shenscndee peas 27,481.80 
Interest and dividends received..... baeeheeee 80,583.42 
Balance of earniugs on sundry pools. 169,180 54 


886.67 13.9 









MR, css wokipadwdnde de udeswesonss, 42<ctehueanaeaeeeeaeeeoe 
Interest on bonded debt........... ....$3.447,627.98 
OS EEA 
Taxes and discount...........0065 sees 423,000.13 
Use of foreign cars, balanve............ 174,043.32 
Miscellaneous. Se 8 Se 


40,461.26 
——————  §,094,212.291 


Deficit on fixed and usual charges.............. $1 142,120,2 





. ‘ 
ee! 2 ar re ee oA Boe. 23.0 Dividends declared on preferred stock. .........../.. 1,329,918,50 
DORbe LAs vctrcccseccscunsoctonsobiad 223.7 —-— 
TE onc vcsice ste scddmneneraapade 5.0 TO BOR ooo ocnctnete ns tah tonsess - »-$2,472,038.77 
Le TROPPO CO TRUPTRAOM.. cc cccce  ccceee voce cose 19.7 — Deduct balance on hand Jan, 1, 1881... .......... . 1,019,180.18 
Lines west cf the Mississippi. Debit balance of income, Jan. 1, 1882............ $1,452,858.59 
St. Louis to Kansas City..... 0 .-..0.-200 ceeeseeees 276.8 The report of General Manager John C. Gault says: ‘ The 
pen oy.) ata result for the year 1881, shows that the net earnings have 
Glasgow to Salisbury 15.9 not been sufficient to pay the fixed charges and dividends, 
Moberly to Ottumwa é and that the company is in deficit. 
Brunswick to Council Bluffs . ** Tt cannot be denied that this unexpected result has come 
a perm pp eee 21.5 from many causes, most of which were beyond our control. 
WC eA Semen mt The gross earnings of the road,instead of showing a large 
Keokuk to Humeston.....°"* Fe" Otaae srr ss ° °°? ose 131.0 increase over the previous year, as would have been the case 
Relay to Albhesck =< bi sce, .a0c eer ‘0 under ordinary circumstances and conditions, have fallen 
Des Moines to Jefferson..... i. BAY 7.) considerably below those of 1880, taking into account the 


Total miles Worked... .(.6400+ opssrccccsccssccsescess 
The equipment of the road consists of 551 locomotives 





additional miles operated. This unexpected decrease is 
owing largely to the failure of the crops, but partially to 





3,348.0 | the very low rates which have prevailed on pone busi- 


; | ness for the last eight months, growing out of the fight be- 


1881. 1880. Inc. or Dec. P. ¢. | 
Freizght...... $10,667,906.90 $9,532,334.22 L. $1,135.572.68 12.1) 
Passengers.. 3,067,989.12 2,344,451.65 I. 723,537.47 30.9 
Mails ..... 298,384.56 221,076.28 I 77,308.28 35.0 














tween Eastern Trunk Lines, over which state of things it was 
impossible for our company to exercise any control. On 
account of this unusual reduction of rates, a very large 
amount of our through traffic to and from tide-water markets, 
has necessarily been done at an actual loss, I feel war- 
rauted in saying that, with usual crops and witb usual rates 
on through traffic, our earnings for the year 1881 would 
have exceeded $16,000,000 without materially increasing 
the cost of operating. 

“Tt will be seen that the percentage of operating ex- 
euses to earnings is much larger than usual, or than could 
ave reasonably been expected at the commencement of the 

year; and while this is no doubt the case with most of our 
weighboring roads, I desire to say that extraordinary ex- 
penses were chiefly due to the unusual severity of the 
weather during the winter montks—the damage to road- 
bed and bridges by wash-outs caused by the spring floods, 
which, though unusually severe, were eo 4 during the 
fall, with still more disastrous results. These are the prom- 
inent causes for extraordinary expenditures of money in 
maintaining and operating the road during the past year. 

‘*'To the causes above assigned can be directly traced the 
fact that our operating expenses have been unusually large, 
and yet it is only fuir to call attention to the tact that many 
of the roads which have been added to our system during 
the past year, came to usin such physical condition, and 
with so light a contribution of business, on account of sbort 
crops, that they bave, up to this time, been a source of large 
expense, rather than profit. But it cannot be denied that 
the reasons which influenced the securing of these lines were 
well founded, und that under ordinary conditions of crops 
they must prove to be valuable feeders to our main lines, 

‘* While no accurate accounts have been kept of theextraor- 
dinary expenses rend+red necessary by reason «f floods 
and other climatic causes, I feel that 1am within bounds 
when I estimate our losses therefrom to have been at least 
one million of dollars. 

** During the past year there has been added to the Wa- 
bash, St. Louis & Pacific system the following roads, either 
by purchase or lease, viz. : 

*On July 15, 1881, the Peoria, Pekin & Jacksonville, 72.9 
miles iu length was acquired by purchase, 

“On July 15, 1881, the Springfield & Northwestern, 47.2 
miles in Jength, was also acquired by purchase, 

“On Aug. 15, 1881, the Detroit & Butler, 112.6 miles in 
length, completing our line to Detroit, was acquired by pur- 
chase. 

‘**On Sept. 1, 1881, the Indianapolis, Peru & Chicago, run- 
ning from Inoianapolis to Michigan City, 161 miles, was 
acquired by purchase. 

* On Oct. 1, 1881, the Cairo & Vincennes, the Danville & 
Southwestern and the St. Francisville & Lawrenceville, 
267.3 miles in length, forming our Cairo Division, were ac- 
quired by purchase. 

‘*The Quincy, Missouri & Pacific was extended from Milan 
to Trenton, a distance of 31 miles, and opened for business 
, Aug. 5, 1881. 
| The Attiea & Covington Branch, extending from Attica 

to Covington, 14.5 miles, was built by this company and 
opened for business Sept. 1, 1881. 
| ‘*A branch road leading froin our Chicago Division to th 
Braidwood coal fields, a distance of 12 miles, was built by 
this company, but has not yet been opened for business. 
| ‘he Des Moines & Northwestern (narrow gauge). Jead- 
ing from Des Moines, fowa, to Jefferson, a distance of 66.9 
| miles, was acqui:ed by lease. 
he Ve have also under process of construction a branch 
| line from Champaign to ioiean. a distance of 10.5 miles, 
|connecting our Champaign, Havana & Western road with 
| the main line, which will soon be completed and ready for 
| use, 
| ‘The St. Louis, Jerseyville & Springfield Railroad, built 
| under the auspices of this company, from Bates to Grafton, 
| Ill, a distance of 75 miles, is now nearly completed, and 
| will soon be opene:l for business. 
** The Des Mcines & St. Louis, from Albia to Des Moines, 
| a distance of 69 miles, is being built under a lease to this 
| company, and will prokabiy be completed early in the com- 
| ing summer. 

**The Des Moines & Northwestern is being extended north 
| of Jefferson, and will soon be opened for business to Eads 
| Station, 21 miles beyond Jefferson. 
| ‘* This company is also building, in connection with the 
| Chicago, Burlington & Quincy, the Humeston & Shenan- 
| doah road, from Humeston to Shenandoah, for the purpose 
|of forming a connection between our Missouri, lowa & 
| Nebraska road, and our Council Bluffs Branch, which, when 
completed, will reduce our distance between Omaha and 
Chicago nearly 100 miles, aud give us a short and direct line 
| between Omaha and all points East. 
| ‘In connection with the Missouri Pacific, this company 
| perfected a lease of the St. Louis§Bridge, taking effect Oct. 
1, 1881. There is every reasun to believe that this lease will 
be remunerative. 

‘‘ During the year large dock facilities have been pur- 
chased in Chicago, and considerable right of way has been 
purchased, wit a view to building a track to connect with 
| the same, which work is still under way. 

‘* During the year 1881, we have laid 20,450 tons of steel 
rails (213 miles) in the track of our main lines, and 2,000 
tons of iron on branch lines, 

“The total number of miles of road in operation at the 
close of the year was 3,348 miles; the average mileage for 
the year was 2,625 miles,” 
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